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OCEAN FREIGHT RATES 


Efforts of E. S. Gregg, chief of the transportation 
division of the Department of Commerce, to develop a 
demand among shippers for the publication of ocean 
rates on some uniform basis are to be commended, as 
it appears to us that the arguments advanced by him 
are sound and worthy of serious consideration. It is his 
contention that such publication would give stimulus to 
the expansion of the foreign trade of the United States 
which he now believes to be hampered by the lack of 
shipping information. 

Congress had the same conviction when it enacted 
section 441 of the transportation act, which became sec- 
tion 25 of the interstate commerce act, although, under 
this legislation, ocean carriers are not required to pub- 
lish tariffs and classifications. The requirement is that 
every common carrier by water in foreign commerce, 
whose vessels are registered under the laws of the 
United States, shall file with the Commission schedules 
showing the ports of loading, the dates on which ves- 
sels will begin to receive freight and dates.of sailing, 
the route and itinerary the vessels will follow, and the 
ports of call for which cargo will be carried. The sec- 
tion does require the carrier by water, on application of 
any shipper through a common carrier by railroad, to 
name specific rates for particular shipments. Provision 
is also made for the dissemination of the information in 
the schedules, “the intent being,” the section says, “that 
each shipping community sufficiently important, from 
the standpoint of the export trade, to be so specified by 
the Commission, shall have opportunity to know the 
sailings and routes, and to ascertain the transportation 
charges of such vessels engaged in foreign commerce.” 
The Commission is expected to give effect to the provi- 
sions of section 25 within a short time by publication of 
information called for from the carriers by water and 
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of the stations of the rail carriers at which it will be 
available to shippers. 


Mr. Gregg, in a statement relative to the publica- 
tion of ocean rates, says the findings of the British Royal 


Commission on shipping rings in 1909 are still pertinent, 
and he quotes therefrom as follows: 


The reasons why the shipping companies are unwilling to 
publish their tariffs and classifications appear to be as follows: 

1, The information which could be obtained from them 
would be of some use to possible competitors. 

2. The tariffs and classifications are liable to alteration. 
It would therefore be difficult to keep the shippers supplied with 
copies posted up to date. Shippers would therefore be con- 
tinually claiming, with or without justification, that they had 
executed an order and shipped their goods on the understanding 
that the previous rate was to be charged. 

3. The rates are in fact well known, as merchants are in 
constant touch with the shipowners through their brokers and 
are continually dealing in the same articles. 

These reasons appear to us quite inadequate, and we are of 
the opinion that it would be to the advantage of both the ship- 
pers and shipowners if the tariffs and classifications were to be 
published, The shippers * * * have expressed a strong de- 
sire that they should be published. They consider that their 
publication would not only be a great convenience to them- 
selves * * * but that it would also be to some extent.a 
guaranty that the rates were not being changed or the goods 
moved from one classification to another in order to give pref- 
erence to favored merchants. Moreover, we understand that 
the tariffs and classifications are generally published by German 
companies, and we think that British shipowners should not 


refuse to give the same information as that offered by German 
lines to rival shippers. 


Most of the shipowners who gave evidence are of the opinion 


that it would.do them no great harm to publish the tariffs and 
classifications. 


“The British are not accustomed to advocate a line 
of action which is likely to harm either the shipowner 
or the shipper,” Mr. Gregg concludes. “There is even 
more reason in the United States, with a large part of 
its manufacturing establishment hundreds of miles in 
the interior, for the publication of ocean rates and their 
distribution at important centers of export production.” 


WATER VS. RAIL TRANSPORTATION 

We are printing elsewhere some correspondence be- 
tween President Markham, of the Illinois Central Rail- 
road, and James E. Smith, president of the Mississippi 
Valley Association, with respect to the government’s 
barge line on the Mississippi River, for the reason that 
it contains an exposition of the subject from both sides. 

We think, however, that there is still something to 
be said. In the first place, Mr. Markham—perhaps be- 
cause of the friendly attitude he has displayed toward 
the river enterprise, which is in competition with his 
road—does not make the point that the government 
ought not to be in the business of transportation. That, 
in our opinion, is fundamental. In the second place, the 
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Gulf, Mobile and 


Northern Railroad 
Maintains Daily Through Fast Freight Schedules 


via connectiens at Bells, Jackson, Middle- 
ton, Tennessee, New Albany, Newton, 
Laurel, Miss., and Mobile, Alabama, afford- 
ing quick deliveries between Northern cen- 
ters and Southern and Southwestern points. 


SOUTHBOUND NORTHBOUND 
AM 4:30 PM Ly. Jackson Ar. 10:20PM 8:50 AM 
PM 12:30 AM Lv.NewAlbany Ar. 3:00PM 1:45 AM 
AM 1:20 PM Ar. Newton Lv. 2:30 AM 12:25 PM 

5:00 PM Ar. Meridian Ly. 50 AM 
AM 4:30PM Ar. Laurel Ly. 11:40PM 9:30 AM 
4:10 AM Ar. Mobile _Lv.. 10:00 PM 


“THE ROAD OF SERVICE 


Offices at: 

CHICAGO, ILLINOIS KANSAS CITY, MISSOURI 

551 Marquette Bldg. 737 Railway Exchange Bldg. 
DETROIT, MICHIGAN MEMPHIS, TENNESSEE 

704 Free Press Bldg. 436 Bank of Commerce Bldg. 
ST. LOUIS, MISSOURI NEW ORLEANS, LOUISIANA 

426 Pierce Bldg. 1012 New Hibernia Bldg. 
MOBILE, ALABAMA, 71 Conti Street 


9:30 
5:00 
4:39 
7:40 


MR. SHIPPER :— 


Have you tried out the Natchez Route, the new route 
between the Southeast and Southwest ? 

Adequate Transfer Facilities at the Mississippi River 
and Dependable Schedules, co-ordinated with those of con- 
nections and reliably maintained, enable us to offer you the 
kind of service you like. 

A trial will convince you. 

Route from the West via Shreveport, La., Stamps or 
Hope, Ark., care Natchez Route. 

Route from the East via Mobile or Hattiesburg, care 
Natchez Route. 


Traffic Department Representatives: 


Carroll H. Smith, C. G. Lang, E. B. Hickman, H. R. Whiting, R. E. McGrath, 
Commercial 


t, Agent, General Agent, General Agent, Commercial Agent, 
419 Palmer Bidg. 902 City Bank Bldg. 511 Insurance Bldg. 622 Insurance Bldg. 330 Ry. Exchange Bldg. 


Atlanta, Ga. Mobile, Ala. Dallas, Tex. Oklahoma City, Okla. Kansas City, Mo. 
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reason for the ability of the barge line to make such a 
favorable showing is not sufficiently or clearly discussed. 
Mr. Markham does point out that the barge line’ pays 
nothing toward the cost of maintaining a navigable chan- 
nel in the portion of the river which it traverses, while 
the railroads must maintain their own rights of way. 
In reply to this Mr. Smith asks why the barge line 
should pay any portion of this cost, and gives the stock 
arguments as to the great benefit these waterways are 
to the public. 

It ought to be patent to any thinking man why the 
barge line should pay for its use of the river. We have 
no argument to make against government improvement 
and maintenance of navigable streams, if the money is 
economically and wisely spent; but we have plenty as 
to why these waterways, improved and maintained at 
public expense, should not be used for profit by private 
capital. And what applies to private capital applies to 
government-operated enterprises, if they are to exist at 
all. We would not have the barge lines and others who 
might use the river pay the total expense of keeping 
that waterway navigable. We would have the govern- 
ment, with money raised by taxation of the public, do 
that as long as there is a reasonable amount of com- 
merce seeking water transportation. But we would 
have those who use these public waterways, main- 
tained by the public, pay a suitable charge for their 
use. Until they do so they have an unfair advan- 
tage and at least have no right to talk about the cheap 
transportation they offer as compared with the railroads. 
The same thing is true of common carrier motor trucks 
using the public highways. If these cheaper means of 
transportation exist, shippers would be foolish not to 
use them. But they have no right to exist on the pres- 
ent basis. It is a ridiculous spectacle to see the govern- 
ment, with one hand, striving to-put the rail carriers on 
a paying basis—while paring their margin of profit to 
the utmost—and, with the other, lending help to water 
and motor truck competitors, who should be compelled 
to depend on their own merits. 

Mr. Smith’s argument that much of the money for 
river improvement comes from the states and not from 
the federal government, is beside the point. The people 
pay it in either case. Nor is there force in his statement 
that private local transportation operations on the lower 
river do not pay for river improvement work. If they 
do not pay, they ought to pay—not for the improve- 
ment work, but for the privilege of using a natural trans- 
portation agency as a means of making money by cut- 
ting prices below what must be charged by the rail 
carriers, which are a public necessity, but which must 
make their own living. 





THE ASSOCIATED TRAFFIC CLUBS 

The question has several times been asked of us 
whether the work the Associated Traffic Clubs of Amer- 
ica is expected to do would interfere with or duplicate 
the work of the National Industrial Traffic League, and 
we know of at least one traffic club that has refused to 
join the Associated Traffic Clubs on the ground that 
many of its members are members of the League and 
could not hope to receive any benefits from the new 
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association that they do not receive from membership 
in the League. 


We do not understand how such a misapprehension 


‘could exist in the mind of anyone who has read the pur- 


pose and plan of the Associated Traffic Clubs of Amer- 
ica. In the first place, it is not organized for the “ben- 
efit”: of its members, except in the wide sense that they 
will all benefit from proper and fair settlement of trans- 
portation problems of national concern. In the second 
place, the National Industrial Traffic League, broad 
though its view and able though its leaders may be, is 
purely and simply an organization of industrial traffic 
men—of representatives of shippers—and does not pre- 
tend to be anything else. The idea of the Associated 
Traffic Clubs is that the traffic clubs represent both the 
railroads and the industries and that they may thus, 
through a national association, reach conclusions in im- 
portant matters of national interest that will be of value 
and will be likely to be controlling, whereas the conclu- 
sions of the National Industrial Traffic League repre- 
sent only the view of shippers. Its view in the settle- 
ment of a controversy is no more important and con- 
clusive than the view of an equal number of railroad 
men on the other side. The function of the Associated 
Traffic Clubs of America is to get the two views to- 
gether, if possible, in an agreement that will conserve 
the interests of both sides and the public. 





THE RAILROAD STRIKE 

While we are as much opposed to the present rail- 
road strike as anyone can be, and while we believe the 
Railroad Labor Board, in its recent wage awards, was 
well within the limits of justice and reason and that the 
men, ill-informed as to economic conditions and misled 
by their leaders, whose personal interest is always to be 
fighting for increases or against discreases in wages, 
have not a leg to stand on—still, there are some things 
in the situation, however much they may seem to be 
justified by the present emergency, that ought to re- 
ceive consideration in their bearing on the future and 
on our permanent government policy. 

We refer to the resolutions adopted by the Labor 
Board, the effect of which has been accepted as “out- 
lawing” the strikers. Of course, these men are “out- 
laws” in the sense that they are no longer in the employ 
of the railroads. By their.own acts they have severed 
themselves from their employment. They can be rein- 
stated only by the act of railroad management. The 
Labor Board has nothing to do with that. In so far as 
the resolutions of the Labor Board are merely advisory 
as to the necessity of forming new organizations of em- 
ployes that they may have representation in future con- 
troversies before the board, they are, of course, proper; 
but here also the employes may do as they choose. If 
they do not organize in some way for this purpose they 
are likely to be at a disadvantage. That is their own 
lookout. But in so far as the resolutions may be viewed 
as an attempt to dictate how the men or the carriers 
shall conduct their affairs, they are an unwarranted as- 
sumption of authority. The board has no function but 
to decide these wage controversies 


according to its 
sense of justice. 


It cannot even enforce its awards on 
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the carriers, much less on thousands of employed men 
who may do as they wish about working or refusing to 
work. 

Either the men have a legal right to strike—which 
means to quit work—or they have not. The fact that 
there is a Labor Board that has made a wage award 
does not alter that right, if the right exists. Talk that 
they are striking “against the government” is largely 
piffe. They have simply quit work because they prefer 
to be idle or to seek other employment rather than ac- 
cept wages which they have been led to believe are not 
adequate for the work they do. That is what the record 
shows. Of course, if they endeavor to prevent others 
from filling their places or to destroy property, or com- 
mit other acts of violence, that is another matter, and 
there is ample law to take care of it. 

Our objection is not so much to the language of the 
Labor Board resolutions, which seem circumspect and 
proper enough, when carefully read, as to the popular 
impression created by them. That popular impression 
seems to be that the Labor Board has taken control 
with an iron hand to outlaw the labor organizations 
that are striking and build up others to take their places. 
The Labor Board has no such power and we do not 
think it ought to have or could have. Much as we may 
be pleased, in a specific case, with an exercise of as- 
sumed power that may result in what we think to be 
justice, we must deprecate any situation that leads to a 
false idea of the power of the Labor Board. At most, 
the Labor Board can only decide as to the facts in a 
given controversy over wages or working conditions. 
The carriers and the men have the right to differ with it. 
The carriers have done so in the courts. The men are 
now doing so by striking. We think they are wrong 
and foolish, but we do not think they are attacking the 
flag. Those of us who still believe in private control of 
all business, and in private control and operation of the 
transportation business particularly, must insist that, 
however difficult it may be at times, the carriers and 
their employes be left to adjust their own affairs. The 
Labor Board is a regularly constituted government 
agency with certain duties assigned to it. These it 
should perform to the best of its ability. It should not 
seek to be a mediator outside the law, nor should it as- 
sume power that it has not in prescribing methods of 
dealing between the railroads and their employes. Autoc- 
racy, in a specific case, may accomplish gratifying re- 
sults. But autocracy is not the policy that our people 
choose to be governed by and it should not be allowed 
to thrive. 

In this particular case, we say let the men strike, if 
they so will, and pay no attention to them unless they 
use violent and unlawful methods. Their places will be 
filled in due course and a valuable lesson will have been 
learned by them—that there is justice in all things and 
that their strength as labor unions ought not to entitle 
them and does not empower them to override that 
justice. 

As a matter of practical accomplishment, the board 
—or certain members of it—perhaps deserves commen- 
dation for inducing the leaders of the maintenance of 
way men to refrain from striking; and we have no rea- 
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son to believe that these members of the board promised 
the men anything that ought not to have been promised. 
Rather, we think, the men were looking for a good ex- 
cuse not to strike and their employers did not care to 
have them strike. At the same time, we think the 
board goes outside its functions to try to compose dif- 
ficulties after it has decided a case. We severely criti- 
cised the board on a former occasion for doing a thing 
of that kind. At that time, we think, the result was bad. 
This time the result may be good; but the principle is 
there all the same. 


Total payments to railroads under the transportation act 
amounted to $761,000,794.09 on July 1, according to a statement 
by the Treasury Department. Of that amount, $3,854,047.50 was 
for reimbursement of deficits, $443,043,666.59 was for the guar- 
anty for the six months following federal control, and $314,- 
103,080 was for loans, of which $80,095,550.07 had been repaid. 
Since the last previous announcement of the Treasury, dated 
June 1, payments under sections 204, 209, 210 and 212 of the 
transportation act have been made as follows: 


Section 204 (deficits): 


Apaiachicola Northern Railroad Co. .......ccccscssecvece $ 3,763.97 
AIRBORNE Be WANES TARUTORR CO. oo.cik sc cccce cc dcieccscicce 15,296.34 
Blytheville, Leachville & Arkansas Southern R. R. Co. 29,892.09 
Beara GoMmeele MAMVORE CO. cic ceccccsesccccces ieee 15,144.79 
Jefferson & Northwestern Railway Co...........e.seeees 4,983.55 
LeawnGale Railway & Industrial Co..... ..ccscccccccscocce 2,730.98 
ERCCOMIG TGUWAY COMBAT  scccccccccevccncescecscencess 44,831.32 
PU NN, SR. IN | on gc. dono ctatein nino ieia.dueiagoe.0 ss ereeee ts 50,237.97 
Coen Gere TAUPONd COIMMORY oo cciiscccessicseccecnces 68,322.30 
Paris @& Wit... PIOMGEME WGTVORS CO. oie viccicccsssicconsees 1,748.47 
Raquette Lake Railway Company ....... 9,717.82 


Silverton Northern Railroad Company .. 20,845.16 
South Buffalo HallwWGy CoMPaNy ..c.c.ccccicccccscvsieeds 196,175.57 





South San Francisco Belt Railway ............-....0. 29,590.87 
United Verde & Pacific Railway Company................ 34,533.15 
Ventura County Railway Company .......cccesscsesoes 17,456.32 
Section 209 (guaranty): 
Apalachicola Northern Railroad Company ............... 14,802.29 
Chicago & Eastern Illinois Railroad Company............ 723,982.56 
Chicago & North Western Railway Company............ 3,733,520.55 
Colorado Springs & Cripple Creek Ry. Co., receiver...... 170,921.69 
Duluth, South Shore & Atiantic Ry. Co... ........ cesceccsce 178,459.94 
El Paso & Southwestern Company.................eee08 691,408.32 
Flint River & Northeastern Railroad Company.......... 1,238.91 
Jefferson & Northwestern Ratiway «oc cecccccccsccccccces 18,362.49 
Mineral Range Railroad Company ....:.cccccccccccssccce 123,167.95 
Minneapolis, St. Paul & Sault Ste. Marie Railway...... 592,467.82 
Mississippi Naatern WaNway Co. <iciccccccccccvcvecsecse 4,494.77 
New Orleans, Great Northern Railroad. .................. 131,055.98 
Paria & Wit. PICaeanit TANTOR TO. oi. i cece cwesees 6,105.81 
Peoria. & PCR Umit MAM WAy COs... ccccccccccicsewcccws 83,829.87 
Rock Island Southern Railway Company ................ 58,711.84 
The San Antonio & Aransas Pass Railway Co.......... 81,354.39 
Waterville RANWAY COMPANY 2... cccccccvesescsccccecseses 938.59 
Section 210 (loans): 
TT re oe 5,000,000.00 
Hocking Valley Hallway Company ....cic0 cccccvsisinccceees 612,000.00 
New York. New Haven & Hartford R. R. Co............. 300,000.00 
BOAMORTU-EAY EAMG COMIDERY occ ccciccccccvescccviecete ces 1,100,000.00 
Section 212 (advances on guaranty): 
Louisiana Railway & Navigation Company............... 102,626.94 
Partie & Mt. Pieeeamit RaMroad CO. occ cccccccccscvscescs 5,000.00 
Texas & Pacific Railway Company, receiver............. 500,000.00 


Director General Davis announced this week that he had 
effected final settlements with seven additional carriers for the 
use of their properties during the 26 months of federal control, 
five of the seven making payments to the government. The 
Boston & Maine got $2,470,000. and the Racquette Lake Railway 
Company, a short line, got $4,000. In the other settlements, pay- 
ments were made by the following roads, in the amounts named, 
to the government: Philadelphia & Reading, $8,000,000; Sioux City 
Terminal Railway Company. $60,000; Rock Island-Frisco Ter- 
minal Railway Company,, $21,800; Dayton & Union Railroad 
Company, $1,000, and the Paris & Mt. Pleasant Railroad Com- 
pany, a short line, $100,717.17. The final settlements in these 
cases included balance of compensation due and all other dis- 
puted items between the railroad companies and the Adminis- 
tration. 

The Commission has certified to the Secretary of the Treas- 
ury that $18,263.38 is due the Nacogdoches & Southeastern 
under section 204 of the transportation act. 

The Commission has certified to the Secretary of the Treas- 
ury, under section 209 (guaranty) of the transportation act, that 
$1.410.22 will make good the guaranty to the Port St. Joe Dock 
& Terminal Railway Company of Florida. 

The Commission has certified to the Secretary of the Treas- 
ury that it has determined that $4,000 is due the Port Boliver Tron 
Ore Railway Company of Texas under the guaranty. 


You can get the day’s important traffic news every 
working day in the year through THE DAILY 
TRAFFIC WORLD. 
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| Current Topics 
in Washington 





Control of Everything from Washington.—Americans op- 
posed to centralization in Washington have had enough to 
talk about in the last few weeks to'keep up their stock 
of gloom. Taking what has happened in the primaries in 
Indiana, Iowa, Pennsylvania, and North Dakota, and adding 
those events to the reports issued by the finance part of the 
Commission, it is suggested, makes a volume of things justifying 
the lament of Senator Stanley, of Kentucky, to the braves of 
Tammany, July 4, that soon the citizen will be hounded by cen- 
tral government inspectors, from the birth of the baby to the 
burial of the corpse, and everything regulated from Washington, 
from the management of a railroad to the setting of a hen. 
Does the Big Four desire to remove the heavy curve at Dela- 
ware, O., it must come to Washington for a permit; does a 
little railroad in the mountains of West Virginia desire to 
renew a note in a bank, Washington’s consent must be obtained; 
and so on down to the most minute detail. Opponents of central- 
ization are inclined to believe that the people of Texas, Kansas, 
and Oklahoma have lost vigor to such an extent that they have 
no thought on how to keep the Orient in operation but must 
hurry to Washington for help and that that feeling of helpless- 
ness is largely due to too much centralization. To be sure, Stan- 
ley gave his lament a partisan cast. That was natural. Stanley 
is a politician. Talking, as he was, to fellow partisans, it may 
be suggested that it was logical for him to suggest that the 
men of his own party should gird themselves for a fight against 
the tendency, not merely to allow Washington to do it, but to 
implore Washington to do it. What worried Senator Stanley 
so far as his speech indicated, was that the worst was yet to 
come. Bills pending, he said, provided for the regulation, super- 
vision, and control of the press, public utilities, the sale of 
securities, the mining of coal and other minerals, the weaving 
of cloth, horse-racing, foot ball, base ball, moving pictures, Sun- 
day amusements, “and, in fact everything from the birth of the 
baby to the burial of the corpse, and from the operation of a 
railroad to the setting of a hen,” all in the name of progress 
and progressiveism. His speech indicated his dislike of those 
who called themselves the inheritors of the mantle and doctrine 
of Roosevelt. Only one thing the Kentuckian omitted to say to 
make his speech more satisfactory to these who believe the 
evils of centralization to be greater than those flowing from 
the lack of a federal law to publish every possible misdemeanor. 
That was that there are just about as many shouters to have 
“Washington do it” in his own party as in the other. 





Officials Pleased at Discomfiture of Labor.—Adoption by 
the Railroad Labor Board of what has come to be called 
the “outlawing resolution,” gave Washington officialdom a 
distinct start. The possibility of the board adopting a 
resolution that might have the effect of depriving the unions 
of which the striking shop craft workers are members of the 
right to nominate men for appointment to vacancies on the 
board or to have their representatives appear before the board, 
had not been generally thought of. There is little real sympa- 
thy in officialdom with the truculent labor leaders, although, 
for policy’s sake, nearly all men in public office make a pretense 
of having a high regard for them. The possibility, therefore, of 
the board finding a way to put. a penalty on them for their 
contempt of its decisions, even if only a little one, caused a 
glow of satisfaction. As understood here, the resolution in- 
vited the railroads to busy themselves organizing the men who 
did not strike and the men who took the places of strikers, 
so as to have them, without delay, take the places of the unions 
the members of which went on strike, so that in the event Mr. 
Jewell or any other leaders might desire to come back to say 
something, it would be possible for the board to suggest that 
he and they were outsiders with no standing before the board. 
The inclination was to give Chairman Hooper credit for having 
made a suggestion that might bring the public and the unions 
to have a regard for the board much higher than was the fact 
before the resolution was adopted. Another thing that brought 
satisfaction was the fact that, for the first time, some one was 
producing material on the side of the public that was attracting 
as much attention as the utterances of the strikers. The board, 
it was pointed out, seemed to be able to get as much of its side 
of the case before the public as the strikers—something that in 
other strike has been the fact. Favorable comment was also 
made on the determination of President Harding to leave the 
handling of the strike to the Labor Board, instead. of allowing, 
in effect, an appeal from it to himself. 





Position of Samuel Gompers.—Samuel Gompers, president of 
the American Federation of Labor, is entitled now to point at the 
“outlawing resolution” of the Labor Board and say: “I told you 
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so.” Just a little less than six years ago he was exerting his influ- 
ence against the passage of the Adamson law. He said he was 
opposed to legislative settlements of disputes between labor and 
capital. He pointed out that, if wages could be raised by law, 
they could also be reduced by law. ‘The leaders of the train 
brotherhoods, the aristocrats of organized labor, however, did not 
support him. They never could “see” a mere cigar-maker like 
Gompers telling them anything. The brotherhood chiefs pretended 
not to be anxious for the legislation, but it is believed that they 
were. It would en able them to retire from their strike position, 
with grace—and cost many dollars which the public has been pay- 
ing each year since then for labor not so skilled as that of me- 
chanics in the shops, but made puissant by the continuing threat 
to starve the paying public into submission. However, Gompers 
is not calling attention to his opposition in 1916. He is content- 
ing himself with the declaration that the resolution of the 
Board is equivalent to claiming the right to “disband labor 
unions at will” and is “utterly Bolshevik in character.” Adop- 
tion of the resolution, he maintains “is an inevitable conse- 
quence of an initial action (creation of the Labor Board) that 
was wrong in principle and that has proved impossible in 
action.” The old man’s enemies give him credit for being logi- 
cal in that he recognizes an order to strike as being superior 
to laws and courts, because it is ultimate in its character, and 
means, if it means anything, that one side or the other must be 
whipped in the fight it ordains. That is why a law requiring 
disputes of that kind to be taken to a tribunal created by the 


public, he holds, is wrong in principle and impossible in 
operation. 





Record for Tariff Filing Broken.—A freight tariff filing record 
was broken by the carriers June 24. On that day they filed 9,212 
separate publications. So large a number had never before been 
sent to the Commission on one day. Of course, the great bulk was 
due to the filing of supplements putting into effect the reduced 
rates July 1. The filings of other days may have numbered more 
pages. As to that, however, there isnorecord. Many of the filings 
on that record day consisted of only one or two pages, but each 
publication took as much time and work to dispose of as it would 
have had there been two or three times as many pages. The 
tariffs received June 24 reached the public files three or four 
days later. That put them in a place where they would be access- 
ible to the public on June 28, and gave it three days notice. 
Usually, in great rushes of that kind, the public files are not as 
complete as they were this time, so long in advance of the effect- 
ive date because it is usually physically impossible for the 
clerk of the Commission to handle the big mass of stuff that 
comes in the last minute. The fact that a tariff does not reach 
the public files the number of days before the operative date 
required for the notice to the public, is not material. The orders 
of the Commission require the carriers to give so many days 
notice to it and to the public, by filing and posting as required 
by law. The carrier complies with the law when it sends its 
publications to the Commission and posts copies thereof in its 
freight stations. The fact that the Commission has not clerical 
force enough to get the publication to the files ten or thirty days 
before the operative date is not to the discredit of the carrier. 
It performs its duty by merely sending tariffs to the Commission. 
There is no law requiring the Commission to keep anything other 
than its official file. Its duplicate. or public file, as it is usually 
called, is for the accommodation of those who check rates at the 


Commission’s office. That file, however, facilities the work of 
the Commission. 





Cloture in Senate.—The Senate is again toying with the 
cloture question. That means that the leaders of the party in 
power cannot drive their pigs to market as expeditiously as they 
have desired. Each pig is going his own way and final arrival at 
destinations seems so far away that the leaders are willing to 
think of the possibility of putting gags in the mouths of the 
loauacious. But, at this writing, that seems jiust as hard as 
bringing on a final vote on the tariff bill, which is the thing they 
think they must get out of the way before election. Unless two- 
thirds of the senators agree, the rule shutting off debate cannot 
be invoked. The chances are that the bill will be passed without 
the adoption of the less talk rule. The Senate has never been 
able to close debate by means of the gagrule. Each senator, appar- 
ently, always has before him the possibility of finding himself in 
a minority. If he votes, while he is in the majority, for rules 
shutting off debate, he may find the gag used on him when he 
is in the minority; hence cloture has been the thing to talk 
about, but not to act on. Adoption, several years ago, of a rule 
whereby a two-thirds majority for a measure might shut off 
debate, was regarded as a long stride toward actual shutting 
off the talk, but it has not proved so. On the contrary, votes 
have been taken when everybody consented tWat they should be. 
Such unanimous consent agreements, however, are harder to 
obtain than they used to be. A dozen or so years ago it was 
common for a few senators to get together in the chamber and 
agree among themselves to take a vote on the pending bill at a 
given time. At times, it looked as if such agreements were the 
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result of conspiracies whereby some one asked for such agree- 
ments while the opponents were out of the chamber. Therefore, 
a rule was adopted that, as soon as some one asked for unani- 
mous consent, the roll should be called to ascertain if a quorum 
were present. Therefore, the second a request of that kind is 
started, the bells announcing a roll call begin jangling and 
senators come flocking into the chamber. In that way unanimous 
consent agreements made by a handful of senators are no longer 
possible. 





Jurisdiction as to Building New Roads.—The Commission 
may know how it is going to prevent the building and 
operation of railroads, without its consent, for the hauling 
of commerce between states, but there are many who have 
not been able to figure out how it is going to be done. It 
has denied a certificate permitting the Utah Railway to acquire 
and operate the Utah Terminal, a road built without the Com- 
mission’s permission. The terminal is already engaged in intra- 
state traffic, under a certificate issued by the Utah commission. 
That road brings coal, presumably, to the rails of the Utah Rail- 
way, which desires to operate it. Inasmuch as the Utah Ter- 
minal is not a carrier subject to the interstate commerce act, 
it may assert that it is a shipper and demand that the coal it 
brings to the Utah Railway be forwarded to interstate desti- 
nations. The query is as to how the Commission is going to 
keep the coal so offered from going into commerce between the 
states, unless it can show that is has been endowed with power 
to say that an intrastate railroad may not be recognized as a 
person having a right to ship in commerce between states. The 
Utah Terminal, as a shipper, might also demand switch con- 
nection with the Utah Railway, if it has need for any more such 
connections, unless the Commission was prepared to show that 
that part of the law providing for switch connections could not 
be invoked in behalf of a railroad which had been authorized 
to haul intrastate commerce, acting in its capacity as a shipper. 
In fact, there appear to be so many law questions raised by the 
refusal to permit the Utah Railway to operate the Utah Terminal 
that it seems impossible that, if the terminal company is really 
aggrieved, the starting of immensely interesting litigation can 
be prevented. A. E. H. 


MILEAGE BOOK BILL 


The Trafic World Washington Bureau 


Elimination of the word “interstate” from the mileage book 
bill, passed by the House late June 29 (see Traffic World, July 1), 
will make the act unconstitutional, in the opinion of Representa- 
tive Denison, of Illinois, member of the committee on interstate 
and foreign commerce. 

“This bill,” said he, “as it came from the Senate, applied 
only to interstate passenger carriage upon the theory that Con- 
gress has no jurisdiction to regulate in the manner provided in 
this bill purely intrastate passenger rates. That has been my 
view all along. It was clearly the view of the Senate.” 

Representative Cooper, of Wisconsin, inquired whether the ob- 
jection of Mr. Denison was not met by the fact that the bill 
read “upon the passenger trains of all carriers by rail subject 
to this act” (interstate commerce act). Mr. Denison replied in 
the negative, contending the Interstate Commerce Commission 
could interfere with state rates only as defined in the trans- 
portation act and in the decisions of the Supreme Court, and 
that in his view Congress could go no further than it had in 
the transportation act. 

Representative Newton, of Minnesota, explained that, as the 
bill came from the Senate, it would have been of little value to 
the commercial traveler because the mileage book issued under 
that bill would have been good only for interstate passenger 
travel. He said most of the journeys of commercial travelers 
were from town to town in intrastate transportation. 

In answer to charges of Representative Huddleston of Alabama 
that the commercial travelers had asked for “bread” (reduced 
passenger fares) and that “we have given a stone,” Representa- 
tive Hawes of Missouri said the traveling men knew perfectly 
well that all the bill would accomplish would be to provide a 
forum before which they might appear and urge mileage book 
sales at reduced rates. He said that under the bill the Com- 
mission might even raise the rate per mile above the regular 
fare and that the traveling men also understood that. 

The bill was passed as reported by the committee. It directs 
the Commission to require the railroads to issue mileage books 
and scrip coupons at just and reasonable rates, the amount of 
mileage in the books to be determined by the Commission, as 
well as the rate. The Commission also may exempt any carrier 
from an order requiring the issuance of mileage books are scrip 
coupons. This was done in order to permit the Commission to 
exempt roads whose passenger rates per mile are in excess of 
3.6 cents, such as the roads in the mountain states which charge 
as high at 7 cents a mile. 

In discussion in the Senate on the action of the House in 
eliminating the word “interstate” from the mileage book bill, 
Senator Poindexter said he believed the fear that the bill would 
be unconstitutional was not well founded because the bill would 
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apply only to such passenger transportation as to which Con- 
gress has jurisdiction to legislate. He urged that the Senate 
concur in the House amendments. He called attention to the 
fact that if the Senate did not act on the bill on June 30 before 
the House adjourned until August 15, the bill could not become 
law until after the House members returned. Before a measure 
is sent to the President it must be signed by the Vice-President 
and by the Speaker of the House, and the Speaker cannot sign 
until the Senate has taken final action on a measure which origi- 
nates in the House. 

Senator Pomerene said three members of the Senate inter- 
state commerce committee had doubt as to whether the bill 
would be constitutional if the word “interstate” were left out. 
He asked for a delay of a few hours in order to study the 
question. 

“The question before the Senate is this,” said he. “Can 
the Congress of the United States and can the Interstate Com- 
mere Commission require a railroad to accept one of these mile- 
age tickets in purely intrastate business, let us say, going from 
Columbus to Dayton, O., or from Omaha to Lincoln, Neb.?” 

With Senator Pomerene objecting because he believed the 
bill to be unconstitutional, the Senate, after a brief debate, con- 
curred in the House amendments to the mileage book bill. The 
measure will not become a law until after August 15, however, 
the House having adjourned to that date before the Senate acted. 
When the House reconvenes, the Speaker will sign the bill and 
it will then be sent to the White House. Senator Watson, re- 
plying to the objection of Senator Pomerene that the action of 
the House in eliminating the word “interstate” from bill made it 
unconstitutional, said he believed that as the bill was an amend- 
ment of the interstate commerce act, it would apply only to in- 
terstate commerce. He said in the absence of Senator Cum- 
mins, chairman of the Senate interstate commerce committee, 
that the chairman had said he had doubt as to whether or not 
the bill was constitutional as passed by the House. 


COMMISSION ORDERS 


The order in No. 12342, Western Grain Company vs. Director- 
General, L. & N. et al., was modified so as to permit the de- 
fendants to establish rates in compliance therewith on 8 days’ 
notice instead of 30 days’ notice. The original effective date of 
the order, July 15, was not changed. 

The Commission has reopened for further hearing on the ques- 
tion of reparation No. 10236, Diamond Alkali Company vs. Fair- 
port, Painesville & Eastern et al. 

The complaint in No. 13699, the New Jersey Zinc Company 
et al. vs. Boston & Albany et al., was amended by making the 
Boston & Maine and others additional parties defendant. 

The Michigfian Hardwood Manufacturers’ Association was 
permitted to intervene in No. 13679, Public Service Commission 
of Indiana vs. Ann Arbor et al. 

The Dolbeer-Carson Lumber Company, Holmes-Eureka Lum- 
ber Company, Little River Redwood Company, Madera Sugar 
Pine Company, Union Lumber Company and California Western 
Railroad & Navigation Company were permitted to intervene 
in No. 13786, Hammond Lumber Company et al. vs. A. T. & S. F. 
et al. 

The Commission has reopened for further consideration on 
the record as made No. 11031, Schuhle’s Pure Grape Juice Com- 
pany, Inc., vs. Director-General, Central New England et al. It 
has vacated its order of dismissal which was entered July 27, 
1921. It has also ordered the Director-General to pay to the 
complainant in that case $1,880 as reparation on account of illegal 
demurrage and storage charges assessed at Highland, N. Y., on 
various carload shipments of grapes. 

Complainants’ petitions for further argument and for leave 
to file supplemental briefs in No. 11560, Swift & Company vs. 
Director General, No. 11905, Armour & Company vs. Same, No. 
12038, Morris & Company vs. Same. No. 12061, Wilson & Com- 
pany et al. vs. Same, and No. 12247, Wilson & Company of 
Tennessee vs. Director General et al., were denied. 

On petition of the Director General the Commission has 
reopened No. 9086, Channel Chemical Company vs. A. T. & S. F. 
et al., for further hearing upon the question of what rates should 
be found reasonable during the period of federal control. The 
order entered in that case July 5 was vacated. 

The Illinois Coal Traffic Bureau was permitted to intervene 
in No. 13915, E. L. Palmer vs. Missouri Pacific et al. 

The Commission has broadened its investigation of divi- 
sions between carriers of rates on bituminous coal to points in 
Michigan, Ohio, Indiana, Illinois and Wisconsin, under the Com- 
mission’s report on Ex Parte 74, docket No. 13570, so as to in- 
clude the propriety and reasonableness of the divisions accorded 
to the Louisville & Nashville by its connections out of the joint 
rates from mines on its lines to points in the above-mentioned 
states. The Louisville & Nashville filed a petition asking for a 
specific order requiring divisions. to be accorded between car- 
riers of rates on bituminous coal from mines on its lines to 
destinations im the states named above, in accordance with the 
Commission’s decision in Ex Parte 74. The Louisville & Nash- 
ville and the Toledo & Western were made additional respond- 
ents. 
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RATES ON COAL 


A finding of.unreasonableness, an award of reparation and 
an order requiring the establishment of group rates on coal, not 
later than August 28, have been made, in a report written by 
Commissioner Aitchison, on No. 12196, Green Rock Coal Co. vs. 
Director-General, Big Sandy & Kentucky River Railway Co. et 
al., opinion No. 7690, 69 I. C. C. 175-9. The finding was that rates 
on soft coal, from Riceville, Ky., to interstate destinations were, 
are and for the future will be unreasonable to the extent they 
exceeded, exceed or may exceed the rates contemporaneously 
from group 5, district of the Chesapeake & Ohio, to the same 
destinations. Reparation is to be made to that basis. Commis- 
sioner Hall dissented. He said the finding was in contravention 
of the findings made by the Commission in Swift Lumber Co., 
61 I. C. C. 485; Whitewater Lumber Co., 61 I. C. C. 563, and Cam- 
eron-Hogg Lumber Co., 62 I. C. C. 218. 

The complaint covered shipments made since January 20, 
1919, to destinations named in C. & O., I. C. C. No. 7681. 


RATES ON MEAT, ETC. 


In a report on No. 12149, Armour & Company vs. Erie Rail- 
road, Director-General et al., opinion No. 7705, 69 I. C. C. 250- 
252, the Commission held unreasonable, and awarded reparation, 
the rates per car, imposed on straight and mixed carloads of 
meat, packing-house products and canned milk from the com- 
plainant’s plant in Jersey City to the Erie docks at Weehawken, 
for export. The assault was upon rates after June 25, 1918. 
After the hearing, namely, July 20, 1921, the Erie reduced the 
charge to $15 per car. After August 26, 1920, the charge was 
$21 per car minimum. 

Prior to April 25, 1918, the charge was only $3 per car. 
On that day it was increased to $3.45, but on June 25 the $15 
per car minimum was applied on the theory that the service was 
a road haul. The Commission said it was immaterial what the 
service was called; that the question was as to the reasonable- 
ness of the charge. On that point it held the charge unrea- 
sonable to the extent it exceeded $12.50 per car from June 25, 
1918, to August 26, 1920, and $17.50 per car after Ex Parte 74. 


COKE FOR EXPORT AT BALTIMORE 


In a report, on further argument, in No. 11304, American 
Smelting & Refining Co. et al. vs. Director-General, Baltimore 
& Ohio et al., opinion No. 7700, 69 I. ©. C. 229-32, with Com- 
missioner Potter dissenting, the Commission has affirmed its 
findings, 62 I. C. C. 583, that demurrage and average free time 
at Baltimore, between February 10 and December 31, 1918, on 
shipments of coke, were not unjust or unreasonable. 

The report, written by Commissioner Hall, puts up to the 
courts to decide whether demurrage was improperly computed 
and collected. It declined to express any opinion upon the 
question of liability for outstanding undercharges, so-called, 
then and now in issue in court on suit brought by the Director- 
General, for their collection. 

The cases before the Commission and the courts grew out 
of the operation of an arrangement at Baltimore and other 
ports, under which, when a ship is in port loading coal or coke, 
the cargo is filled out, if necessary to prevent the detention of 
the ship, by dumping into her hold the coal or coke that may 
be in the port, ready for dumping, regardless of the ownership 
of the coal or coke, and then, when other coal or coke, for ex- 
port arrives in port, substituting the newly arrived cars for the 
ones so dumped and imposing upon the newly arrived cars all 
the demurrage liabilities that had accrued on the cars dumped. 

It was the contention of the complainants that, inasmuch 
as the government controlled the ships, the distribution of coal 
and coke, and the railroads, demurrage should not be collected 
from them because they were in no way responsible for the 
detention. In disposing of the case, the Commission said: 


This complaint is apparently founded upon the theory that com- 
plainants can not be charged demurrage for car detention which 
was not directly authorized by them and which was not due to their 
fault or negligence. They say that they had urgent need for this 
coke at their South American smelters; that it was in their interest 
to avoid all delays; that during the time covered by the complaint the 
government, through its agencies, exercised partial or complete con- 
trol over rail and ocean transportation and, for a while, over the 
coke; and that the government was responsible for any car detention. 

It can not be said, upon this record, that the demurrage assessed 
was unjust or unreasonable because of irregularity in rail movement, 
and, as stated, whether demurrage was improperly computed and col- 
lected under the substitution arrangement is a matter for the court 
to determine. Defendant had no authority over the other govern- 
mental agencies, and can not be held answerable for detention, if any, 
which may have been caused by them. It is not within our province 
to review the acts or omissions of these other governmental agencies. 

The applicable tariffs provided that the cars subject to demurrage 
were those “held for or by consignors or consignees for unloading, 
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forwarding directions, or for any other purpose.’”’ This coke was 
complainants’ property, shipped for their account, consigned to them. 
It was being held at the port until the registry of vessels chartered 
by or allocated to them, without regard to the particular vessel. 
Insertion of the vessel’s name in the shipping papers was required 
merely to show good faith. Their right as consignees and owners 
was exercised under the substitution arrangement when they author- 
ized the use of coke consigned to them in order to complete cargoes 
for vessels allocated to other exporters. Under the demurrage tariffs 
shippers are chargeable with demurrage for any detention of equip- 
ment which is not due to the fault of the carrier, except as otherwise 
expressly provided. This is true even if the detention is beyond the 
shippers’ control. We have frequently found that demurrage was 
properly assessed against the shipper where detention occurred 
through no fault of the carrier, even though the shipper was not at 
fault, as in case of nonarrival of an expected vessel. 


CHARGES ON BLACK POWDER 


In a report on No. 12972, State Highway Department of 
Texas vs. Director-General, C. B. & Q. et al., opinion No. 7706, 
69 I. C. C. 252-4, the Commission held not unreasonable, unduly 
prejudicial or otherwise unlawful, the charges on a carload of 
black powder, shipped February 3, 1920, from Perth Amboy to 
Lincoln, Neb., reconsigned to Austin, Tex., but stopped short of 
the billed destination at Fort Worth, Tex. The Commission 
held the movements from East St. Louis to Lincoln and from 
Lincoln to Fort Worth to have been separate and distinct trans- 
actions subjecting them to the combination of rates to and from 
those points. The charges on the car were $2,242.12, at a com- 
bination of $3.85 per 100 pounds. The through first class rate 
from East St. Louis to Fort Worth is $1.84. It would have been 
applicable through Lincoln, via which point the car moved. No 
attack upon the rate of $1.01 from Perth Amboy to East St. 
Louis was made. 

The Commission, in disposing of this case, upheld the rule 
of the carriers allowing only one reconsignment and the appli- 
cation of the combination from the points where subsequent 
changes in destinations may be made. It found, however, that 
the proper combination would have been $3.785 and that the 
car, therefore, was overcharged $37.74. 


COAL RATE DECISION CHANGED 


A revision of the basic scale prescribed by the Commission 
in No. 6194, Holmes & Hallowell Company vs. Great Northern, 
and No. 7895, Traffic Bureau of the Commercial Club of Aber- 
deen, S. D., vs. Same, opinion No. 7654, 69 I. C. C. 11-18, has 
been ordered, as a result of further arguments in those long 
pending cases, involving rates on coal from the head of the 
lakes to destinations east of the Missouri River in Minnesota, 
North Dakota and South Dakota. The scale that is to be re- 
vised was issued in 60 I. C. C. 687. The order establishing the 
scale that is to be revised was dated March 8, 1921. 

This modification has been determined upon as a result of 
representations made in behalf of the Chicago & North West- 
ern and the Chicago, Milwaukee & St. Paul. Their chief criti- 
cism was that the rule for computing distances, permitting not 
more than three lines to be used in making up the measuring 
unit, resulted in forcing them to apply rates on their more 
circuitous routes, much lower than the rates that would be ap- 
plicable were they permitted to use their actual distance. On 
further argument they pointed to destinations to which they 
had to apply rates that placed them in the position of having 
hauled the traffic 135 miles less than the actual haul. For in- 
stance, under the scale prescribed in March, 1921, the Milwau- 
kee carried a rate of $2.95 on soft coal for a haul of 550 miles 
because, under the rule for ascertaining the distance over the 
shortest workable route, using not more than three lines, the 
Milwaukee, for that single line haul, could charge the rate for 
only 315 miles. The rate for the actual distance of 550 miles 
is $3.45 or 50 cents more than the Milwaukee is permitted to 
charge. The North Western showed similar shrinkages below 
the rates for the actual distances. 


Chairman McChord, who wrote the report, said the principal 
criticism of the complainants, who had also asked for further 
arguments, was to the hump in the rates caused by the change 
in the rate of progression in the so-called basic scale which is 
to be thrown aside. The rate of progression, contrary to the 
usual rule, was changed from 10 cents for each 20 miles up to 
130, to 10 cents for each 10 miles, up to 170 miles and then to 5 
cents for each 10 miles thereafter. They contended, he said, the 
change in the rate of progression at 130 miles was wholly un- 
warranted on the record and reculted in too high a level of rates 
at Twin Cities, 150 miles from Duluth. Why that change in the 
rate of progression was made he said needed not to be gone 
into on this further argument. There seemed to be good reason 
for it, he said. Nevertheless, he said, it could be eliminated 
without affecting, materially, the general level of the rates, and 
the Commission, he added, had decided to eliminate it. 
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The Commission held, in this report on further argument, 
that the rates prior to March 8, 1921, were not unreasonable. 
Therefore, the reparation which the host of complainants thought 
they would obtain will not be made. The chairman said the 
report of March, 1921, was primarily made with the view to re- 
moving undue prejudice. 

The revised scale, which is to be substituted for the one in 
the order of March 8, 1921, without limitation as to time when 
the substitution is to be made, is as follows: 


Basic scales. Maximum scales. 
Bitumi- Anthra- Bitumi- Anthra- 


Distances. nous. cite. nous. cite. 

NT ee $0.70 $0.70 $0.85 $0.85 
40 miles and over 30................. -17 Pay i .94 .94 
SO miles and over 40....6....cccccccee .84 .99 1.02 1.20 
Op Galea ana Over -50.4.6.....ccecsace 91 1.06 1.11 1.29 
40 miles and over 60........cccccccce .98 1.13 1.19 1.37 
SP MOO GME GVEF 70... cick ccccccesces 1.05 1.20 1.28 1.46 
SO SINR ONG OVEF SO.......cccccctece 1.12 1.27 1.36 1.54 
100 miles and over 90...........ccecee 1.19 1.34 1.45 1.63 
TAO. miles And OvEr 100....00.cccccicciess 1.26 1.41 1.53 ek 
120 miles and over 110................. 1.32 1.47 1.60 1.79 
130 miles and over 120........ccccccces 1.38 1.53 1.68 1.86 
140 miles and over 130..............00. 1.44 1.59 1.75 1.93 
150 miles and over 140..............0. 1.50 1.65 1.82 2.00 
160 miles and Over 150.............000. 1.56 1.71 1.90 2.08 
LPO Wien GRA OVOP 16D. .....6c ccc cece ce 1.62 1.77 1.97 2.15 
Bee Mee ONG Over 170. 2.0.0... cece eceee 1.68 1.83 2.04 2.22 
190 miles and over 180................. 1.74 1.89 2.11 2.30 
200 miles and over 190.......cccccccecs 1.80 1.95 2.19 2.37 
210 miles and over 200................. 1.86 2.01 2.26 2.44 
220 miles and over 210..............e0; 1.92 2.07 2.33 2.52 
230 miles and over 220...............6- 1.98 2.13 2.41 2.59 
240 miles and over 230............seees 2.04 2.19 2.48 2.66 
250 miles and over 240............e.00% 2.10 2.25 2.55 2.73 
260 miles and over 250................. 2.15 2.30 2.61 2.79 
270 miles and over 260...............0. 2.20 2.35 2.67 2.86 
280 miles and over 270..............00% 2.25 2.40 2.73 2.92 
290 miles and over 280............0.00. 2.30 2.45 2.79 2.98 
300 miles and over 290..............0- 2.35 2.50 2.86 3.04 
310 miles and oyer 300................. 2.40 2.55 2.92 3.10 
320 miles and. over 310.............002- 2.45 2.60 2.98 3.16 
See MiUlOR ANd GVETr $20... ... cc ccsescecs 2.50 2.65 3.04 3.22 
340 miles and over 330..............00. 2.55 2.70 3.10 3.28 
S50. mises and over $40.......cccccccess 2.60 2.75 3.16 3.34 
360 miles and over 350...............2. 2.65 2.80 3.22 3.40 
370 miles and over 360................. 2.70 2.85 3.28 3.46 
380 miles and over 370..............00. 2.75 2.90 3.34 3.52 
390 miles and over 380................. 2.80 2.95 3.40 3.58 
400 miles and over 390................- 2.85 3.00 3.46 3.65 
425 miles and over 400................. 2.95 3.10 3.58 3.77 
460 miles and over 425..............06. 3.05 3.20 3.71 3.89 
475 miles and over 450................. 3.15 3.30 3.83 4.01 
500 miles and over 475................. 3.25 3.40 3.95 4.13 
525 miles and over 500................. 3.35 3.50 4.07 4.25 
See MNCs ANd OVEr 525... .... cc ccccscces 3.45 3.60 4.19 4.37 
575 miles =k | a re Ae 3.55 3.70 4.31 4.50 
600 miles and over 575...............0. 3.65 3.80 4.43 4.62 
625 miles and over 600................. 3.75 3.90 4.56 4.74 
650 miles and over 625................. 3.85 4.00 4.68 4.86 


RATES ON COTTON 


A new and generally higher cotton commodity rate structure, 
designed to eliminate fourth section departures, will come into 
effect about July 20, as a result of the Commission’s decision in 
I. and S. No. 1431, Cotton and Cotton Linters from Mississippi 
Valley Points, opinion No. 7712, 69 I. C. C. 318-86, written by 
Commissioner Daniels. 

The carriers will be permitted to increase their rates, but 
not to the extent they proposed. Advances as high as 31 and 
27.5 cents were proposed, with one reduction as great as 12.5 
cents, from Paris, Tenn., to New Orleans. The maximum in- 
crease of 31 cents was proposed from Memphis to New Orleans, 
the proposal having been to increase the rate from 59 to 90 cents. 
The advances proposed were much heavier, however, then the 
reductions, many of the latter being 1.5 cents while the advances 
from an equal number of points were 2.5 cents, with many run- 
ning two or three times that amount. 

Some of the typical proposals, with the Commission’s decision 
thereon, were as follows: From Memphis to New Orleans it 
was proposed to increase the rate from 59 to 90 cents, the Com- 
mission, however, holding the advance to 85 cents; from Mem- 
phis to Boston from 112 to 137 cents, the Commission holding 
the advance to 134 cents. 

The figures used herein do not correspond with the rates 
put in January 1 nor those which became operative July 1. They 
are subject to the 10 per cent reduction of the first mentioned 
date and the changes, if any, that may result from the decision 
in this case and the 1922 reduced rates cases. Just what effect 
the two combined will have upon the final rates was not figured 
out in the report written by Commissioner Daniels. 

The schedules suspended in this case were filed to become 
operative November 1 and later dates. They were suspended 
until March 1 and April 1 and then voluntarily postponed while 
the Commission was completing its investigation. They pur- 
poried to be in compliance with the Commission’s fourth sec- 
tion order No. 7542, entered in the Memphis-Southwestern In- 
vestigation, 55 I. C. C. 515, wherein it denied permission to con- 
tinue lower rates from St. Louis and New Orleans to Memphis, 
and from St. Louis, Memphis and designated Missouri River 
crossings to New Orleans, than to, from, or between intermediate 
points. 

The carriers proposed a revision of their any-quantity rates 
on cotton and cotton linters, from the Mississippi Valley and 
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related territories to the Gulf ports, eastern seaboard and in- 
terior cities, Virginia cities, South Atlantic ports, Memphis, St. 
Louis, Ohio River crossings and destinations in central terri- 
tory. They said they were trying to eliminate fourth section de- 
partures without increasing their revenue materially. Shippers 
attacked the latter part of their proposition and pointed out that, 
if their increases did not divert cotton from the points through 
which it now moves in large volume to the waterways, the in- 
evitable effect of their proposals concerning rates from Memphis, 
the Mississippi delta and New Orleans, would be to greatly in- 
crease the revenues. 

When the schedules were filed the rates on cotton linters 
were the same as those on cotton. January 1, however, the car- 
riers changed the classifications so as to provide a lower rating 
on linters, in carloads. They now propose to apply the changed 
classification and their proposal is satisfactory to the shippers. 
Therefore that phase of the case was dropped from the formal 
report. 

The new structure of rates will eliminate the last vestige of 
so-called water-compelled rates and put them upon the dry land 
basis. Mr. Daniels said the low rates were the outgrowth of 
water competition on the Mississippi River, the effect of which 
was seen in rates to and from Memphis, Helena, Greenville, 
Vicksburg, Natchez and New Orleans. The effect of the compe- 
tition, he said, was also felt at stations near the river such as 
Yazoo City and Greenwood, on the Yazoo and Tallahatchie rivers. 
He said their proposal was to place the depressed rates on a 
level slightly lower than the highest they had at intermediate 
points. Their proposal, he added, would result in substantial 
increases at the river points and slight reductions at interior 
points. The effect of the revision, he said, would be to increase 
rates from the affected territory west of the river from prac- 
tically every point. The west side lines contended their rates 
had always been depressed and that what they proposed would 
be no more than reasonable. 

Protestants united in contending that the carriers proposed 
greater increases than were necessary to comply with the Com- 
mission’s finding that water competition no longer warranted 
them in disregarding the long and short haul part of the fourth 
section. Shippers from west side line points favored the in- 
creases in so far as they would bring about a better relation- 
ship, they said, but they united with the shippers from east side 
line points in the assertion that the increases were greater than 
necessary. 


Carriers pointed out that the reductions would be of bene- 
fit to shippers because cotton originates at the interior points 
and not at the river cities, so the reductions would help the in- 
terior points where the cotton originates. Commissioner Daniels 
said that in considering the relative importance of rates from the 
river cities and the interior points, consideration should be given 
to the fact that the cotton is grown in the interior and not at 
the river points. He discussed the situation in respect of rates 
to the Gulf ports, and to other destinations and then said the 
Commission had reached the following conclusions: 


We find that respondents have not justified rates to New Orleans, 
La., in excess of 85 cents from Memphis, Tenn., and points grouped 
therewith; 90 cents from Fulton, Ky., and 72.5 cents from Vicksburg, 
Natchez, Jackson and Meridian, Miss. 


We further find that respondents have not justified rates from 
Memphis in excess of $1.34 to Boston, Mass., $1.155 to Norfolk, Va., 
and 97.5 cents to Savannah, Ga. 


The above rates, as well as those hereinafter named, are subject to 
the further reduction of 10 per cent under Reduced Rates, 1922, supra. 


Rates from Memphis and eastern cities should be made the fol- 
lowing differentials under Boston, which differentials reflect_and incor- 
porate the general 10 per cent reduction: To New York, N. Y., 6 cents; 
to Philadelphia, Pa., 8 cents; to Baltimore, Md., 10 cents; to Albany, 
N. Y., 12 cents; and to Buffalo, N. Y., 14 cents. 

Under the general 10 per cent reduction the rate from Memphis to 
Savannah should not exceed the rate from Memphis to New Orleans 
by more than 11.5 cents. : 

To eastern and Virginia cities and South Atlantic ports corre- 
sponding revision should be made in the rates from other points in 
the Mississippi Valley, observing the general plan followed in the sus- 
pended schedules. 

We further find that to New Orleans the proposed rates from Tex- 
arkana, Ark., to points in Louisiana, and from Conway and Van 
Buren, Ark., and points grouped therewith under the suspended sched- 
ules, have been justified, but that from the proposed Little Rock group 
respondents have not justified a higher rate than 96.5 cents. We 
further find that from Little Rock no higher rates have been justified 
than $1.44 to Boston; $1.255 to Virginia cities; and $1.075 to South At- 
lantic ports. : 

We further find that the proposed rates to Memphis and to St. 
Louis, Mo., from points both east and west of the Mississippi River 
have been justified, except that to Memphis no higher rate than 85 
cents has been justified from points south of the Alabama & Vicks- 


burg Ry. 

ave further find that the proposed rates to Ohio River crossings 
and the basis proposed to central territory have been justified, except 
that to central territory the rate to Buffalo should observed as 
maximum. 

Where, as in the case of the proposed relationship of Cairo, TIl., 
and Cincinnati, O., to Louisville. Ky., the differential adjustment 
obtaining prior to August 26, 1920, is restored under the proposed 
readiustment, such differentials need not be further reduced in anply- 
ing the general reduction of 1922 to the rates herein found justified. 

Resnendents will be reauired to*cancel the suspended schedules, 
but without prejudice to their right, upon not less than 10 days’ 
notice, to file rates upon bases not higher than those indicated in the 
report to be proper. : 

Our findings herein are without prejudice to any different con- 
clusions which may be reached in other proceedings on a fuller record 
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dealing more specifically with the measure or the relationship of the 
rates considered herein. 


IRON PIPE, ETC., MIXTURES 


A holding of unreasonableness and an award of reparation 
have been made in No. 11146, Automatic Sprinkler Company of 
America et al. vs. Director-General, Alabama & Vicksburg et al., 
opinion No. 7704, 69 I. C. C. 247-9, as to the rates imposed on 
mixtures of cast and wrought iron pipe, pipe fittings and kin- 
dred articles, in carloads, from Youngstown, O., to points in 
Western Classification territory during the two years prior to 
the filing of the complaint, January 12, 1920. The report, written 
by Commissioner Hall, followed General Fire Extinguisher vs. 
Director-General, 56 I. C. C. 727. In that case the Commission 
condemned the failure of the western lines to permit the ship- 
ment of carload mixtures of articles needed in the construction 
of fire extinguisher equipment of a plant at the highest carload 
rate and minimum weight of any article in the mixture. In 
this case the question was one of reparation, because the rule 
that had long been in use in Official Classification territory was 
extended to Western, complete in every detail, in July, 1921. 


WEIGHTS ON CRUDE AND FUEL OIL 


The Commission has condemned, in a report on I. and S. 
No. 1510, actual weights on crude and fuel oil, opinion No. 
7693, 69 I. C. C. 194-6, the proposal of carriers in the southwest 
to impose freight charges on crude and fuel oil from points of 
origin in Texas, Oklahoma and Kansas, to named destinations 
in Arizona, New Mexico and Cananea, Mexico, at actual instead 
of estimated weights, which, in Western Classification territory, 
is 7.4 pounds per gallon. The object was to impose the higher 
charges on the heavy oils, particularly that from Mexico, which 
moves to Texas ports and then by rail to the twenty-five destina- 
tions mentioned in the suspended tariffs. “Actual weights,” so- 
called, were to have been ascertained by hydrometer tests. 
Such tests, protesting oil shippers said, would be unreliable 
and actual weighing would be out of the question. The Com- 
mission said the record did not justify a change of a long estab- 
lished practice. California shippers claimed the lower estimated 
weight applied on Mexican crude discriminated against their 
estmated weight of 7.75 pounds per gallon. 


BRICK FROM TEXAS 


In a report on I. and S. No. 1502, brick from Texas pro- 
ducing points to interstate destinations (mimeographed, with- 
out opinion or page numbers) the Commission held unjustified 
the proposal of the Southern Pacific lines in Texas to cancel 
commodity rates on common, porous, pressed or ornamental 
brick, from points in Texas common point and the Dallas-Fort 
Worth groups to defined territories, the latter limited roughly 
by a line drawn through Memphis and Cincinnati on the east 
and Chicago, Milwaukee, Omaha and Kansas City on the north 
and west. 

The cancellation of the commodity rates would have brought 
into effect some higher commodity rates and some classes E 
and F rates. No attempt at justification was made. A represent- 
ative of the Southern Pacific lines appeared at the hearing and 
said the cancellation supplements would be cancelled promptly. 
That, however, was not done, hence the decision and order of 
the Commission directly the elimination of the obnoxious sup- 
plements not later than July 31. 


RATES ON BAGS 


The Commission, in a report written by Commissioner Lewis, 
on L, and S. No. 1497, clayed or cotton burlap bags from various 
points to Texas destinations (mimeographed, without page or 
opinion numbers), held the carriers had not justified reductions 
proposed by them to have become operative February 28, on bags, 
burlap, cotton-lined burlap, clayed or clayed cotton, from New 
Orleans, Memphis, St. Louis, to Texas common points and points 
taking arbitraries thereover. The disapproval, however, was 
without prejudice to the carriers making a reduction in such 
rates, from New Orleans to Texas common points, so the rates on 
bags, from New Orleans to Dallas, should be at least 8 cents 
above the contemporaneous import rate on bagging from New 
Orleans to Dallas. 

Relationship of rates as between the imported raw material 
and bags was the issue. Manufacturers of bags in Texas, acting 
either by themselves or Waco Chamber of Commerce or the 
Galveston Commercial Association, protested. and procured the 
suspension of the schedules. For the purpose of hearing formal 
docket No. 13410, Texas Chamber of Commerce et al. vs. Abilene 
& Southern et al., was bracketed with the suspension case. It 
involves related issues. The Commission, however, reserved the 
issues therein for further consideration. Shippers and commer- 
cial associations appeared both for and against the proposed re- 
ductions, equal in each instance to approximately 31.5 cents. In- 
terested manufacturers at New Orleans, Memphis and St. Louis 
assumed, to a large extent, the burden of justification which the 
law puts on the carriers. They claimed, Mr. Lewis said, the re- 
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lationship prescribed in New Orleans Joint Traffic Bureau vs. A. 
& S., 37 I. C. C., 444, was proper and that the proposed rates 


would not be unreasonably low. In disposing of the issues Mr. 
Lewis said: 


The proposed rate on bags from New Orleans to Texas common 
points is based upon the maximum difference of 5 cents compared 
with the rate on import bagging from New Orleans to Dallas, which 
was prescribed in the New Orleans Joint Traffic Bureau case. Had 
the rates on bags and on import bagging established in compliance 
with that decision remained in effect, modified only by general 
changes subsequently made, this difference would have become, fol- 
lowing the general increases authorized by us in 1920, 9 cents, and 
would be reduced under the reductions recently found by us to be made 
in rates on or before July 1, 1922, to 8 cents. The differentials be- 
tween St. Louis, Memphis, and New Orleans, observed in connection 
with the proposed rates on bags, have all been increased as compared 
with those in force prior to federal control to the extent of the 
peiceniage increases made in 1918 and 1920. In the general increases 
in rates in 1920, we neither required nor authorized maintenance 
of existing differentiels with resptct to commodities other than 
coal, and approved general percentage increases in rates and dif- 
ferentials alike. Practically all other differentials or rate differences 
in southwestern territory have been increased. 

Upon the record now submitted, we hold that the rate on bags 
from New Orleans to Texas common points should exceed the con- 
tempcraneous rate on import begging from New Orleans to Dallas 
by at least 8 cents per 100 pounds. This finding as to this difference 
includes the «céuctiors feurd hy us to he mede in rates on or be- 
fore July 1, 1922. Consideration ef the facts of record indicates that 
the proposed rates on bags from all territories to Texas are materially 
lower than rates on similar commodities in the same territory. To 
the extent, however, that the 1ate on bags from New Orleans is 
not less then 8 cents in excess of the contemporaneous rate on 
import bagging, it has not upon this record been shown to be un- 
lawful. The tariffs under suspension will be required to be cancelled 
without prejudice to the filing of other rates from New Orleans which 
will not be less than 8 cents in excess of the contemporaneous rate 
on import bagging, and from other points of origin will not be 
less than if constructed in comparison to the rate from New Orleans 
by the use of the same differences in cents per 100 pounds as em- 
ployed in connection with the suspended rates, except that such 
differences shou!d be reduced 10 per cent in accordance with our 
recent finding as to reduction in rates on or before July 1, 1922. 

In connection with the notice of the hearing of this proceed- 
ing, the carriers were also notified that such fourth section de- 
partures as may exist in the adjustment of rates therein com- 
plained of would be considered by the Commission in the disposal 
of that proceeding, and that they would be expected to présent what- 
ever justification for the departures as they might desire. The car- 
riers offered no justification for such departures, and in establishing 
the rates herein authorized respondents will be expected to publish 
them in accordance with the provisions of the fourth section, except 
where specific relief has been or may be granted by the Commission 


RATES ON SALT 


With Commissioners Aitchison and Potter dissenting, and 
Commissioners Meyer and Campbell concurring but joining in 
a separate report, the Commission. in a report on further argu- 
ment written by Commissioner Hall, on I. and S. No. 1398, 
opinion No. 7711, 69 I. C. C. 312-17, has affirmed its judgment, 
66 I. C. C. 81, that the rate of $4.20 per ton on salt, in bulk 
or in packages, from Louisiana mines on the Southern Pacific 
and Gulf Coast Lines to Chicago, St. Louis and all main-line 
points on the Yazoo & Mississippi Valley and the Illinois Cen- 
tral, would be unlawful. Commissioner Hall took up and 
answered the demand of the attorneys for the defendants and 
the intervening packers, for a specification as to wherein the 
proposed rate would be unlawful and what part of the inter- 
state commerce law it would violate, other than the fourth 
section, as to which there was no dispute and which the de- 
fendants said they would remove. Fred H. Wood, attorney 
for the Southern Pacific, in the further argument, insisted it 
was the duty of the Commision, if it was of the opinion that 
$4.20 rate was unjustly discriminatory, to point out against 
whom the discrimination operated, the measure of the dis- 
crimination and the adjustment needed to remove it. 

Commissioner Hall said plainly the Commission’s statutory 
duty was not so hedged about as Mr. Wood indicated, else 
discharge thereof would require the Commission, in the short 
time allotted for the consideration of suspension docket cases, 
to readjust the entire rate structure of an important section 
of the country. Such an interpretation, he said, would nullify 
the evident purpose of the suspension part of the law, that 
such cases should be expedited. 

In the course of his opinion, Commissioner Hall clearly 
indicated the original decision was made with a view to pre- 
venting anything resembling a rate war and that was why it 
had suggested a conference between the interested parties with 
a view to establishing rates from all salt producing regions, to 
Chicago and other heavy consuming points. 

He said the Commission, on this record, could not say 
whether the rate of $4.20 to Chicago would be unreasonably 
low. Nor, said he, did the record afford data sufficient to 
enable the Commission to say to what points it would be rea- 
sonable within the meaning of section 1. He pointed out, how- 
ever, the rate was blanketed for a distance of 850 miles and 
that obviously if 3 mills per ton-mile to Chicago, which is what 
the Illinois Central would earn on it, were compensatory, there 
could be no question but that it would yield rélatively unrea- 
sonable earnings, to Whittaker, Miss., 145 miles from Salt 


Mine, La. The ton-mile to that point would be 29 mills and the 
car-mile $1.16. 
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“Respondents have not shown,” said Mr. Hall, “any in- 
stance where the rate for 1,000 miles is extended back over 
the same line for 850 miles, in utter disregard of its effect 
upon rates just off the line.” In bringing his discussion of 
the case to a close, Mr. Hall said: 


Respondents’ avowed purpose in proposing the $4.20 rate is 
to enable the Louisiana producers to market salt at Chicago in 
competition with salt mines near Detroit, and in western New 
York. The Louisiana producers assert that they can not meet 
this competition at rates representing a difference greater than 
$1.70 per net ton over Detroit. Based on present rates this would 
give them on bulk salt the same rate as from New York mines, 
the haul from which to Chicago is about 56 per cent of that from 
Louisiana, and on package salt a rate 93 cents per net ton lower 
than the rate from New York mines. 

Counsel for the Louisiana producers earnestly request that 
we fix in this proceeding the differential which we think proper. 
In our original report we said ‘“‘we have before us rates only 
from the Louisiana mines to certain destinations,” and “the rates 
from the several salt-producing fields to the consuming points 
should be related.” WUWpon this record we are unable to determine 
the relationship which should exist between the rates from the 
different producing fields. 

In accordance with our suggestions, made at the first oral 
argument and in the original report, various conferences have 
been held between the interested producers and carriers of salt 
with a view to establishing satisfactory rates. Some progress was 
made, but no agreement has been reached as to the rates from 
all the producing fields. Our purpose in suggesting these con- 
ferences was to avoid anything resembling a rate war, the ulti- 
mate result of which might be to drive all rates to unreason- 
ably low levels, with consequent losses to the carriers, with no 
material change in the present relationships, and with no lasting 
benefits to either the carriers or the shippers. We felt that the 
interested parties could agree upon some mutually satisfactory 
and lawful rate structure, making unnecessary a presentation of 
the entire salt-rate situation to us. The economic problem should 
not be confused with the transportation problem. Primarily it 
is not our concern to equalize market competition. Western 
Cement Rates, 48 I. C. C., 201, 234. If we are finally called upon 
to determine the measure of these rates, and the relationship 
between them, distance is one of the important elements to which 
considration must be given, and the wide disparity in distance 
between the respective producing fields to a common destination 
must be recognized as well as other material factors. 


In his concurring opinion, in which Commissioner Campbell 
joined, Commissioner Meyer said: 


I concur in finding the proposed rates not justified because 
(1) the evidence does not show the proposed rate to Chicago, upon 
which the bulk of this traffic is expected to move, reasonably 
compensatory; (2) the justification for the boundaries of the pro- 
posed group and the relation of the group rate to rates to com- 
petitive points have not been satisfactorily established; and (3) 
the approaching proceeding embracing the rates from all pro- 
ducing points will make the establishment of just and reason- 
able rates, free from unjust discrimination, more readily pos- 
sible than the present proceeding. 


When the bases for reasonable minimum, as well as maxi- 
mum rates from the various sale fields, together with just dif- 
ferentials among them, shall have been placed upon record, a 
different situation will have been presented. 


RATES ON HIDES 


Rates on green salted hides, green salted sheep pelts and 
skins, green sheep pelts, and inedible tallow and grease, in 
straight or mixed carloads, from Denver to Chicago, between 
July 6, 1917, and December 31, 1919, in a report on No. 11184, 
Charles Friend & Company vs. Director-General, C. B. & Q. et al., 
opinion No. 7708, 69 I. C. C. 256-7, have been condemned as un- 
reasonable, reparation has been awarded, and an order entered 
to establish reasonable rates not later than August 29, on not 
less than five days’ notice. 

The decision is in strict accord with the Commission’s hold- 
ing in Swift & Co. vs. C. B. & Q., 66 I. C. C. 33. In that, as 
in this, the Commission held the rates unreasonable to the 
extent they exceeded 58 cents before June 25, 1918, and 72.5 
cents per 100 pounds thereafter; and that they will be unrea- 
sonable for the future to the extent they may exceed 98 cents. 
Reparation is to be made to the bases found reasonable. 


VALUATION REPORTS 


A final value of $17,961,044 on property wholly owned and 
used, and of $17,967,191 on total used property, as of June 30, 
1916, have been fixed by the Commission in a tentative valua- 
tion report on the Duluth, South Shore & Atlantic Railway Com- 
pany whose railroad is located in the northern part of Wis- 
consin and the upper peninsula of Michigan. The wholly owned 
and used first main track totals 536 miles. 

On the date of valuation the outstanding capital stock and 
long-term debt totaled $46,300,613, of which $22,000,000 was 
oo. $23,350,613.19 funded debt, and $950,000 nonnegotiable 

ebt. 

The cost of reproduction new of total owned property was 
stated as $19,215,226, and cost of reproduction less depreciation, 
$14,929,372. 

The property of the Oregon, Pacific & Eastern Railway 
Company of Oregon as of June 30, 1917, was valued at $321,117. 
The carrier has outstanding $200,250 of common stock and $330,- 
000 of first mortgage bonds. 

The property of the Craig Mountain Lumber Co.’s Railway 
of Idaho, as of June 30, 1917 was valued at $116.017. The 
carrier has incurred a total of $154,888.78 in nonnegotiable debt 
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to affiliated companies which was outstanding on date of valu- 
ation. 

The property of the Sandersville Railroda Company, of 
Company, of California as of June 30, 1916, was valued at $112,- 
002. The carrier has issued $256,000 par value of capital stock, 
outstanding on date of valuation. 

The property of the New Park & Fawn Grove Railroad, of 
Pennsylvania, as of June 30, 1916, was valued at $106,020. On 
date of valuation, the carrier had outstanding $49,050 in stock 
and $37,400 in first mortgage bonds. 

The property of the Sandersville Railroad Company, of 
Georgia, as of June 30, 1916, was valued at $46,673. The carrier 
had outstanding on date of valuation $11,300 of capital stock. 

The property of the Ashland Coal & Iron Railway Company, 
of Kentucky, as of June 30, 1916, was valued at $1,445,148. On 
date of valuation the carrier had outstanding $773,500 of com- 
mon stock and $300,000 of funded debt. 

In a tentative valuation report on the properties of the Pere 
Marquette Railroad Company, the Commission has fixed a final 
value of $59,955,398 on wholly owned and used property, as of 
June 30, 1915, $3,353,844 on used but not owned property, and 
$567,178 on owned but not used property. The value of total 
used property was fixed at $63,309,242. 

The report stated that the total par value of the carrier’s 
capital stock and long-term debt, outstanding on date of valua- 
tion, amounted to $108,837,176.54, of which $7,125,790 was only a 
nominal liability due to securities held by or for the carrier, and 
$101,711,386.54 constituted an actual liability to the public. Of 
the total of $108,837,176.54, $28,441,200 represented capital stock, 
$74,527,676.54 represented funded debt, $58,800 represented the 
carrier’s liability to issue stock in exchange for stock of the 
Pere Marquette not as yet turned in for conversion, and $5,809,- 
500 represented matured receiver’s certificates. 

Cost of reproduction new of wholly owned and used prop- 
erty was stated at $65,229,339, and cost of reproduction less de- 
preciation, $48,978,201. 

Final values of properties leased by the Pere Marquette were 
stated as follows: Grand Rapids, Kalkaska & Southeastern, 
$247.000; Huron & Western, $103,000; Chicago & West Michigan, 
$550,000. 


PETITIONS FOR REHEARING, ETC. 


A reargument of No. 12270, Chesebrough Manufacturing 
Company, Consolidated, vs. Director-General, Pennsylvania et al., 
has been asked by the complainant. 

The Commission has been asked, by the complainant in No. 
11818, American Wholesale Lumber Association vs. Director- 
General et al., to reconsider its decision in that case and to make 
a specific finding as to when the conditions which justified the 
imposition of the $10 a day penalty charge on lumber held for 
reconsignment ceased to exist, and since what date the conditions 
have been such that the assessment and collection of the penalty 
charge has been unreasonable. 

Complainant in No. 12030, Federal Valley Railroad Com- 


‘ pany vs. Toledo & Ohio Central et al., has asked for a rehearing 


in that case. 


A rehearing in No. 11438, Swift & Company vs. Director Gen- 
eral et al., has been asked by the Director General. 


The Director-General has asked for a reconsideration or re- 
argument of No. 11287, Traffic Bureau of Nashville et al. vs. 
Director-General, and cases consolidated therewith. The Direc- 
tor-General said that the Commission had erred in finding that 
the rates involved were unreasonable; that the complainants had 
not proved damage and, consequently, were not entitled to rep- 
aration; and that on account of the importance of the cases 
oral argument before the entire Commission was desired. The 
cases in question involved rates on coal from mines on the Ten- 
nessee Central to Nashville, and mines on the L. & N. in western 
Kentucky to Nashville and Clarksville. 


A rehearing of No. 11560, Swift & Company vs. Director 
General et al., has been asked by the Director General. 


The Director General has asked for a reargument or recon- 
sideration of No. 11881, Krauss Brothers Lumber Company vs. 
Director General et al. 


The Director General has asked for a rehearing or reargu- 
ment of No. 11305, A. O. Anderson & Company vs. Director Gen- 
eral et al. 

The Great Northern has asked the Commission to grant a 
rehearing in Finance Docket 1608, which covers its application 
for a certificate of public convenience and necessity authorizing 
the abandonment of 3.69 miles of track between Portland and 
Portland Junction, N. D. The petitioner asked that its application 
be considered by at least three members of the Commission. It 
said that the Commission’s report, which refused the necessary 
permission to abandon the line, was made by only two members 
of the Commission. 

The Western Union Telegraph Company has asked for leave 
to intervene in Valuation Docket 18, In the matter of the tenta- 


tive valuation of the property of the Georgia Northern Railway 
Company. 
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OIL SWITCHING AT SEATTLE 


Examiner F. C. Hillyer, in a report on No. 13317, Mitsui & 
Company, Ltd., vs. Director-General, has advised the Commission 
to hold that the switching charges of $15 a car imposed on eight 
carloads of oil within the limits of zone 2 of the Seattle switch- 
ing limits, between March 25 and June 16, 1919, were without 
tariff authority and unreasonable to the extent they exceeded 
$7.50 per car. The service performed was that of taking the 
cars from a dock, to the scales, having them weighed, and then 
returned to the dock. The movement was ordered to obtain 
the weights of the lading. 

The Director-General defended the imposition of a charge 
of $7.50 for the movement to the scale, $7.50 for the movement 
back to the dock, and $5 for the weighing. No attack was made 
upon the $5 charge. 

Hillyer, after examining the rules, came to the conclusion 
that they did not cover such a movement and therefore said 
the matter would have to be disposed of under the rule laid 
down in the Memphis Freight Bureau case, 17 I. C. C. 90. He 
came to the conclusion that the $7.50 per car charge applicable 
for a movement from one place to another in the zone would 
have been reasonable for the service, because the scales were 
not a place where either actual or constructive delivery could 
have been made. The Director-General, Hillyer said, admitted the 
charge of $7.50 would have been applicable for a movement out 
into the yard and return to the same lead track whence the 
car had started, even if the destination had been only a few 


hundred feet from the point where the movement had been 
begun. 


RELEASED RATES ON ORE 


Condemnation of the rules governing released rates on ore, 
from Okanogan, Wash., to Bradley, Ida., as unreasonable, has 
been proposed by Examiner C. F. Hillyer, in a report on No. 
13315, Arlington Silver Mining Co. vs. Great Northern, et al. 
He said the Commission should find the rules which provide for 
the revision of freight rates and charges on the basis of actual 
value as determined by smelter assay are not unjust or unrea- 
sonable when applied in connection with values declared in 
writing, by the shipper, but are unjust and unreasonable when 
applied in connection with stated amounts agreed upon in writ- 
ing as the released value of the ore. 

As to what the railroads should do, Examiner Hillyer said 
the Commission should require (1) amendment to the rules so 
that the provisions for revision of freight charges on the basis 
of smelter values shall not apply in connection with stated 
amounts per ton agreed upon in writing as the released values 
of the ore; (2) or of cancelling from their tariffs the rates 
graded according to values in so far as they apply in connec- 


tion with values agreed upon in writing as the released value 
of the property. 


RATES ON PETROLEUM 


A heavily downward revision of rates on petroleum and its 
products from El Paso into New Mexico and Arizona has been 
advised by Attorney-examiner Arthur R. Mackley, in a report 
on No. 12873, Rio Grande Oil Co. vs. Arizona Eastern et al. He 
said the present rates were unreasonable, but on account of the 
general revision, reparation should be denied. He recom- 
mended the following reductions: From El Paso to Al- 
amogordo, from 52 to 35 cents; Lordsburg from 63 to 45; Al- 
buquerque, from 72 to 55; Bisbee, from 94.5 to 60; Phoenix, from 
109.5 to 75; Yuma, from 118 to 80; and Kingman, from 140.5 to 
90 cents. He said rates to intermediate points should be graded 
up gradually and not blanketed; also that rates to other points 
in contiguous territory should be readjusted to a relative basis. 

With regard to engine distillate, crude and fuel oil rates, 
he said, should be established on the basis prescribed in Pure 
Oil Co. vs. Director-General, 56 I. C. C. 218. In that case the 
Commission declined to establish any lower rate on distillate, 
without saying what kind of distillate it had in mind, than on 
refined oils. On crude, fuel and gas oils, it said the carriers 
should make rates five cents lower than on the refined products. 

The examiner said the rates from El Paso were much higher 
than those prescribed by it in the Mid-continent and Shreveport 
cases. The complainant asked a rate of 28 cents from El Paso 
to Alamogordo and 73 cents to Kingman. It asked for rates 
on engine distillate of 80 per cent of what might be prescribed 
on gasoline and kerosene and 40 per cent on crude and fuel oil. 

The compainant said its competition came, not from the 
nearer California refining points, but from the Mid-continent, 
particularly Ranger and Burkburnett. The carriers resisted the 
case on the theory that if they were required to cut, from El 
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Paso, they would have to bring down their rates from California. 
That contention, however, did not seem to impress Mackley. 


RATES ON FIRE BRICK 


A holding of unreasonableness, and a finding that the com- 

plainant is not entitled to reparation, have been recommended 
in a report by Assistant Chief Examiner Ulysses Butler, in a 
report on No. 12564, International Coal Products Corporation vs. 
Director-General, Pennsylvania et al., and related case, as to 
rates on fire brick, from Mount Union, Pa., and Perth Amboy, 
N. J., to Clinchfield, Va., between June 25, 1918, and February 
28, 1920. Butler said the Commission “should find that the 
Mount Union rate during the period February 1, 1919, to Feb- 
ruary 29, 1920, was unreasonable to the etxent it exceeded 31.5 
cents; that the present rate is, and for the future will be, un- 
reasonable to the extent it exceeds or may exceed 44 cents; 
that the rates charged on the shipments from Perth Amboy 
during the period June 25, 1918, to February 28, 1920, were un- 
reasonable to the extent they exceeded 32 cents; and that com- 
plainant has not borne the freight charges and is not entitled 
to reparation. The evidence does not support the allegation of 
undue prejudice in No. 12564.” 
The related case is No. 12930, Same vs. Director-General, as 
agent. Both grew out of the construction of a carbocoal dis- 
tillation plant during the war, under a contract between the 
complainant under which the government was to supply the 
money up to the amount of $2,750,000 and the complainant, 
before 1925, was to take the plant off the government’s hands 
at cost. The cost was more than $4,000,000. The complainant 
bought the plant and claimed the benefit of any reparation that 
might be due. Butler said the government paid and bore the 
charges. He admitted, however, there might be merit in one 
of the three contentions made by the complainant, but that if 
there was it involved the construction of the contract between 
the complainant and the government and that that was beyond 
the province of the Commission, except for some purposes, none 
of which was involved in these cases. So far as he was con- 
cerned, however, the government paid the freight and the com- 
plainant was not entitled to an award of reparation. 


RATES ON WOOL AND MOHAIR 


In a report on No. 13128, Boston Wool Trade Association 
vs. Boston & Albany et al., Examiner J. P. McGrath said the 
Commission should hold not unreasonable or otherwise unlaw- 
ful rates from New York to Boston, applicable on wool and 
mohair in the grease, in sacks or bales, received by steamship 
at New York from points in the United States, through the 
Pacific and Gulf ports; that rates in effect prior to August 1, 
1921, from and to the same points, on camel’s hair in the grease 
and/or scoured, similarly handled from the same points were 
unreasonable, but that after that date they were not unreason- 
able, because on that date they were made the same as the 
rates on wool and mohair. He said reparation should be denied 
because the through rates were not attacked, the New York to 
Boston factor alone being under assault. 

Another finding recommended by the examiner was that the 
rates between New York and Boston, applicable on wool and 
mohair in the grease and scoured, when imported from South 
America and exported to Mexico, were unreasonable and un- 
justly discriminatory to the extent they exceeded, exceed or 
may exceed those on domestic wool and mohair. 


RATES ON GRAIN 


Attorney Examiner William B. Hunter, in a report on No. 
12669, Texas Grain Dealers’ Association et al., vs. Abilene & 
Southern et al., has recommended a finding of unreasonableness, 
which, if adopted; will result in establishing a relationship of 
rates on coarse grain and sorghum grain, from points in Texas 
lying west and north of groups 2, 4, and 5, and a line drawn 
from Big Springs to Seminole, to Memphis, Vicksburg and New 
Orleans. He said the Commission should hold the rates from 
the affected territory unreasonable to the extent they may ex- 
ceed the rates from groups 1 and 3 by more than 5 cents per 100 
pounds. He recommended a finding that rates on the commodi- 
ties mentioned, from all other points in Texas, to destinations 
in Mississippi, Alabama, Georgia, South Carolina and Jackson- 
ville, Fla., and intermediate points, not unreasonable or unduly 
prejudicial. 

Complainants were sixteen commercial associations in Texas. 
They alleged rates from all points in Texas to all points in the 
destination states and Jacksonville were unreasonable, and, in 
many instances, in violation of the long and short haul part of 
the fourth section. They also alleged the rates from Texas and 
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points north of that state were unduly prejudicial against Texas. 
The chief coarse grain and sorghum grains shipped from Texas, 
the examiner said, were oats, corn, kaffir corn, milo maize, 
feterita and Egyptian wheat. 

In dealing with rates Hunter took, for purposes of compari- 
son, rates east of the Mississippi as they would be had the 10 
per cent reduction under Reduced Rates, 1922, already been put 
into effect. He said some of the prospective rates used by him 
might, on careful check, be exceptions to the rules laid down in 
the Commission’s decisions in the western grain case, 64 I. C. C., 
and Reduced Rates, 1922, 68 I. C. C., and he did not desire his 
recommendations to be considered as advising any such changes 
as might be inferred from such incorrect rates. 

The complainants asked for an arbitrary of only 3.5 cents 
instead of the 5 cents recommended by Hunter. Their attack, 
Hunter. said, was upon the through rates, arguing that the 
combination on the Mississippi resulted in through rates not 
properly graded according to distance. They confined their 
brief to an attack upon the rates via the Vicksburg crossing. 
He said they argued while they did not ask for an equalization 
of the rates via the several crossings, they thought it would be 
proper that through rates via Vicksburg should apply also via 
New Orleans and Memphis, at least to all points east of the 
Mississippi Alabama line. He said all their distances were 
figured through Vicksburg, even where that was the longer 
route, except those from southwestern Texas points on the 
Gulf Coast Lines, which were figured via New Orleans. 

As to the allegation about the long and short haul part of 
the fourth section, Hunter said, only those which appeared to 
have ben protected by the fourth section order issued by the 
Commission in Fourth Section Violations in the Southeast, 
30 I. C. C. 1538 and 32 I. C, C. 61, were mentioned. 

Therefore, he said, the record in this case was not sufficient 
to enable the Commission to pass on that allegation. He said 
no intermediate point had made any complaint about the de- 
partures, and disposed of the case in the manner indicated, 
namely, that of advising the establishment of an arbitrary of 
5 cents, from groups 2, 4 and 5 and the additional territory 
defined by the line through Big Spring and Seminole, over the 
rates from groups 1 and 3. 


RATES ON BANANAS 


Examiner Burton Fuller, in a tentative report on No. 12426, 
Acme Fruit Co. et al. vs. Canadian Pacific, Director-General, as 
agent, et al., has recommended dismissal of the complaint on 
a finding that rates on bananas from New Orleans, La., and 
Mobile, Ala., to points in western Canada, were not unreason- 
able. 

The complainants are Canadian corporations engaged in the 
jobbing and wholesaling of fruit. They alleged that the rates 
charged for the transportation of 141 carloads of bananas from 
New Orleans and Mobile to Winnipeg, Edmonton and other 
points in western Canada, between June 25, 1918, and February 
1, 1919, in so far as such transportation took place within the 
United States, were unjust and unreasonable. The rates were 
made by combination on Minnesota Transfer, which takes the 
same rates as St. Paul, Minn. 

The examiner said that, as fully described in Swift & Co. 
vs. C. N. Rys., 60 I. C. C. 747, rates from St. Paul to destinations 
in western Canada had for many years been maintained on a 
parity with the local Canadian rates. On March 15, 1918, the 
latter rates were increased 15 per cent, and on April 15, 1918, 
a corresponding increase was made in the rates from St. Paul. 
On June 25, 1918, the Director-General further increased the 
rates from St. Paul by 25 per cent, and about August 1, 1918, 
the Governor-General of Canada authorized a 25 per cent increase 
in the rates within Canada, but provided that the increase should 
be calculated on the tariffs in force prior to March 15, 1918. 
The Canadian rates thus sustained an increase of 25 per cent 
over those in effect on March 14, 1918, the examiner said, while 
during the same period the rates from St. Paul sustained an 
increase of more than 40 per cent, resulting in an increase in 
the combination rates from New Orleans of about 33% per cent. 
The examiner said this condition continued until February 1, 
1919, when the international rates were reduced to the same 
basis as the Canadian rates, thus restoring the original rela- 
tionship. 

Examiner Burton said the complainants predicated their 
case upon the assumption that the combination rates on bananas 
from New Orleans prior to April 15, 1918, were reasonable; 
that by the imposition of the increases of April 15 and June 
25, 1918, whereby these rates sustained a 3344 per cent in- 
crease, while, generally speaking, other rates sustained only 
a 25 per cent increase, they became unreasonable, and that they 
again became reasonable when the rates from St. Paul were 
adjusted to the basis of the 25 per cent increase on February 
i, 3999. 

“The Commission has repeatedly held in cases arising out 
of federal control that neither the percentage nor the amount 
by which a rate was increased under General Order No. 28, or 
other freight rate authorities, constitutes proof of unreasonable- 
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ness,” said the examiner, adding the conclusion that the com- 
plainants had not shown the rates under attack to be excessive. 


RATE ON MAGNESITE 


Examiner F. C. Hillyer has recommended the dismissal of 
No. 13424, Tulare Mining Co. vs. Director-General and Southern 
Pacific, on a finding that the rate charged on seven carloads 
of magnesite from Magnesite to Porterville, Calif., for calcining 
and subsequent reshipment, in June and July, 1919, were not 
unjust or unreasonable. 


RATE ON MANGANESE ORE REFUSE 


A finding of unreasonableness and an award of reparation 
have been advised by Examiner I. L. Koch, in a report on No. 
13407, Mississippi Valley Iron Co. vs. Director-General and Mis- 
souri Pacific, as to the rate on a carload of manganese ore 
refuse, from James, Ark., to Carondelet, Mo., shipped in July, 
1918. The examiner said the Commission should hold the rate 
collected unreasonable to the extent it exceeded $1.80 per ton, 
72,000 minimum. 


CHARGE FOR USE OF EQUIPMENT 


Attorney-Examiner W. B. Hunter has recommended the dis- 
missal of No. 12505, the Grasselli Chemical Co. vs. Director- 
General and the Central of New Jersey, on the ground that the 
Commission has not jurisdiction under section 206 (c) over the 
question of the reasonableness of the charge the Central made 
for the use of its motive cars and engines in the carriage of 
coal and coke from its plant stock pile, intraplant, over the 
plant rails, to various points of use. The railroad company, for 
that off-line service, charged 50 cents per ton between June 25, 
1918, and January 15, 1919. Later it established a rate of 20 
cents per ton for that service. Hunter said the transaction was 
not common carriage, but a mere hiring of equipment and crew 
from a common carrier and not subject to the tariff imposing 
a charge of 50 cents a ton for certain services in the mining 
districts. 


PETROLEUM COKE CARBON RATES 


Examiner John T. Money has advised the Commission to 
dismiss No. 13284, French Battery & Carbon Co. vs. Chicago & 
North Western et al., on a holding that fourth class rates and 
rating in Official Classification on ground petroleum coke carbon, 
from Kaulmont, Pa., to Madison, Wis., since March 20, 1920, 
are legally applicable and not unreasonable. The complainant 
contended for the sixth class rating and rates applicable to 
petroleum coke. The examiner said the product was crushed 
carbon, made from petroleum coke, and not petroleum coke 
which ordinarily sells in competition with ordinary coke. It 
is used as a filler and binder for dry cell electric batteries, and 
the finer grades for the making of electrodes, commutator 
brushes and resistance material in small electric arc furnaces, 
while untreated petroleum coke is used as a fuel. 


PHILADELPHIA EXPORT CHARGES 


Dismissal has been recommended in No. 13254, General 
American Tank Car Company vs. Pennsylvania Railroad Com- 
pany by Examiner John A. McQuillan on a holding that demur- 
rage aid storage charges collected at Philadelphia on export 
shipments of gondola car material, knocked down, were legally 
assessed, not unreasonable or other wise unlawful. 

The demurrage accrued in May, 1920, during the strike of 
longshoremen. The complainant contended the delay was not 
caused by the shipper or the consignee, so no demurrage should 
have been assessed. The examiner, however, said the Commis- 
sion should adhere to its ruling that strikes which prevent load- 
ing or unloading do not afford relief to shippers. 

The car material was unloaded on the ground, without re- 
quest from the shipper and car demurrage was assessed through 
the technical failure of the shipper to ask for the much cheaper 
ground storage which the railroad company gave. 


LIQUIDATION OF R. R. A. 


The Trafic World Washington Bureat 


Liquidation of the affairs of the Railroad Administration 
will be effected without any further appropriations from Con- 
gress, it was said this week by officials of the Administration. 
This has been made possible through the sale of equipment 
trust certificates which the government held as the result of 
the purchase by carriers of equipment bought in the period of 
federal control. The Administration now has about $300,000.000 
in its treasury available for settlements with carriers for the 
use of their properties under federal control. It is believed that 
when final liquidation is effected, the Railroad Administration 
will be able to turn cash into the federal treasury. From the 
present outlook, liquidation will accomplished, in large part, 
July, 1923, and it is expected that by January 1, 1924, the Rail- 
road Administration, as such, will go out of existence. What- 
ever remains to be taken care of after that date will be handled 
by some other agency of the government. 
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INTERFERENCE WITH THE MAILS 


The Trafic World Washington Bureau 

Reports of interference with the movement of the mails 
growing out of the strike of railway shopmen were received 
this week by the superintendent of the railway mail service of 
the Post Office Department. Officials said such steps as would 
be necessary to combat any action of strikers resulting in delay 
of the transportation of the mails would be taken, but just what 
action would be taken was not indicated. 

The reports came from Post Office officials at Marshall, 
Tex., St. Louis, Mo., Chaffee, Mo., Kansas City, Mo., and Quincy, 
La. It was charged in the reports that the movement of the 
mails was being interfered with by tampering with air appli- 
ances and by other means. From Kansas City it was reported 
that the situation there was growing serious. Reports also were 
received from officials of the Texas & Pacific, St. Louis-San 
Francisco and Kansas City Southern. 

Officials of the department ordered investigation of the situ- 
ations at the points named preparatory to taking action deemed 
necessary. It was said the government would not tolerate any 
interference with the movement of the mails. 


WASHINGTON AND THE STRIKE 


The Trafic World Washington Bureau 


Unless President Harding changes his mind, there is no 
chance of Washington taking any hand in the railroad strike. 
That has been made clear and emphatic to those who have made 
inquiries. From a source, the authenticity and weight of which 
cannot be questioned, it has been learned that the President’s 
view is that the Labor Board is the one agency of expression 
of the judgment of this government, and that its determinations 
must be backed up by the administration, whether they deal 
with wages or with the farming out of repairs to equipment to 
outside shops. 

Put into plainer language, that means President Harding, 
in this strike, as in the threatened much more serious strike of 
the train operative brotherhoods last fail, intends to back up 


‘the Labor Board and make it the only agency of the govern- 


ment with which either the employers or the employes can deal. 
The significance of that is made more obvious, it is believed, by 
the fact that President Harding, last fall, resisted every effort 
made by the brotherhood leaders to have their controversy trans- 
ferred from the Labor Board to the White House. Not one of the 
brotherhood leaders, notwithstanding persistent efforts, was able 
to procure an invitation to come into the front door of the White 
House, where all the world might see he was dealing on terms 
of equality with the President of the United States. 

There has been wonder here whether B. M. Jewell was not 
persuaded to think that, because Lewis, head of the miners, and 
the mine operators were called to the White House, if he ignored 
the Labor Board he would receive a similar bid. In the Roose- 
velt administration the rank and file of labor leaders and the 
more intelligent of the plain members, used to console them- 
selves, when they were called out on strike that “Teddy” would 
see to it that some kind of settlement was made with them. 
The higher labor leaders fostered the idea that, when they 
thought it time, they would go to the White House and indicate 
to its occupant that, in their opinion, he should call a conference 
at which settlements might be made. White House settlements 
continued to be the rule under the Wilson administration. 

But President Harding voted for the creation of the Railroad 
Labor Board. The first time any question of any one going over 
the heads of its members came up he stood squarely on the propo- 
sition that the law had created an agency for settling matters of 
that kind and that he would not even think of undertaking to 
make a settlement or to indicate to the board how it should 
proceed or what it should do. 

In the case of the mine strike, however, there is no govern- 
mental agency other than the boards of mediation and concilia- 
tion, officially charged with any duty in connection with strikes. 
They failed, however, and that left the way open, it has been 
suggested, for the interference of the White House. But that 
interference, it has been pointed out, was put off until the strike 
began seriously to affect the public welfare. 

The Attorney-General, in March, pointed out that the na- 
tional administration would not take any stand in the coal strike 
unless and until the general public interest became involved 
through the threatened interference with commerce between 
states. While there has been no interruption of commerce be- 
tween states, every official who has had any duty in the collec- 
tion of statistics of production of coal, or the situation of busi- 
ness has come to the conclusion that matters were rapidly com- 
ing to a crisis that would require the attention of the Adminis- 
tration. 

There are no indications that the Administration has even 
thought of how it might help railroad managements operate the 
railroads, in the event of the strike causing interruption to traf- 
fic. On the contrary the official view seemed to be that if there 
was a strike it would not stop the trains because the train opera- 
tives would not be included, and that the railroad managers 
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would be able to handle the situation created, even if all the 
maintenance of way workers, as well as the shopmen went on 


strike. 
THE RAILROAD STRIKE 


With cuts in railroad freight rates aggregating about $225,- 
000,000 and cuts in railroad wages totaling $135,000,000 going 
into effect and with approximately 400,000 shopmen called out 
on strike, July 1, 1922, promises to be long remembered in 
American railroad history. The rate and wage cuts are tangible 
financial facts. What the strike will amount to is problematical. 
The membership of the railway employes’ department of the 
A. F. of L., the organization behind the strike, is not public 
knowledge, but it is known to be considerably below the total 
number of workers in the shop crafts. Likewise it would be 
mere speculation to say how many of the union shopmen will 
not continue to obey the strike order. 

The six shop crafts were, however, alone, so far as the start 
was concerned, developments, June 30, at the hearing called 
by the Labor Board to inquire into the situation, indicating that 
none of the other organizations would join in the strike before 
July 5 at the earliest. Another development of June 30 was the 
knowledge that the shop workers would not be satisfied with 
one or the other of the demands voiced in their telegram to 
the rail executives. Indications were that the practice of con- 
tracting equipment repair work would soon be obsolete on all 
but one or two class I roads, but no voice was heard from the 
side of labor to the effect that this promise on the part of the 
carriers would be construed as a “satisfactory settlement.” 

Rail executives were not worrying about a tie-up in trans- 
portation. The general opinion among them seemed to be that 
the coincidence of the coal strike with the shopmen’s strike 
was rather a mitigating factor than an aggravating one. It was 
pointed out that the less coal there was mined the fewer trains 
need be run and the fewer trains run the less coal used. At 
the same time, the strike is working considerable annoyance 
to the roads. 

The proceeding before the Labor Board, June 30, to make 
inquiries into the strike situation, was “tame.” A few sprightly 
moments were furnished by executives of a number of roads who 
announced their intention to cancel existing equipment repair 
and maintenance contracts, but the perfunctory questions put to 
the three executives of unions that had been voting on the strike 
disclosed nothing that was not already known to the public. 

B. M. Jewell, president of the railway employes’ department, 
and the heads of the six shop crafts were not present, but their 
absence caused scarcely a ripple of excitement, because state- 
ments issued from headquarters of the railway employes’ de- 
partment of the A. F. of L in the past week had led the board 
and those attending the hearing to look for some such move. 
Strenuous efforts were made by board officials to serve sub- 
peenas on Jewell and on Timothy Healy, head of the firemen and 
oilers, who also failed to put in an appearance. Jewell, it was 
announced as the hearing closed, could not be found. Healy 
was found and brought in, and questioned along much the same 
lines as were E. F. Grable, grand president of the Brotherhood 
of Maintenance Workers, E. H. Fitzgerald, president of the 
clerks, and D. W. Helt, president of the signalmen. 

Jewell’s absence was explained in a letter received by Chair- 
man Hooper and released to the press at the same time, a half 
hour after the time set for the opening of the hearing. As an- 
nounced by the chairman, it said, inferentially, but not spe- 
cifically, that Jewell and his co-officers would not be present. 
The board got the impression from the latter that the union 
leaders feared some move, legal or by force, to avert the strike, 
and Chairman Hooper stated specifically that no such intention 
was in the minds of any of the board members. 

“We called this hearing merely to investigate and ascertain 
facts,” said he. “There was no occasion for the lengthy legal 
arguments Mr. Jewell put into his letter.” 

Jewell argued that since a federal court had held that the 
board’s powers were advisory only, there was no occasion for 
his appearing. The letter was so long that the chairman did 
not order it read into the record. 

The three labor executives who were present when the hear- 
ing opened were questioned minutely, by Hooper, Barton and 
McMenimen, of the board, as to the methods used by the indi- 
vidual organizations for ordering strike votes and for calling 
strikes. Mr. Grable, head of the maintenance workers, said 
that as things stood, with 55 per cent of the ballot of 228,000 
tabulated, no strike would be ordered. 

“Our laws provide that if a majority of all maintenance 
workers regardless of the vote on individual lines, vote for a 
strike, I have the power to order or to forbid such a strike,” 
said Grable. He added that the ballots already counted were 
overwhelmingly in favor of a strike and that no strike order 
would be issued until after the next meeting of the executive 
council of the maintenance union, on July 3. 

Helt said a majority vote of 75 per cent was necessary in 
order to call out the signalmen. He could not say when the 
vote of the 13,000 signalmen involved would be fully tabulated, 
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but he said they would not go out with the shopmen on July 1. 
A similar statement was made by Healy. He said the vote of 
the firemen and oilers was returnable on July 10, and that noth- 
ing would be done before that date. Fitzgerald said the vote 
of the clerks, freight handlers, and station employes was being 
taken by individual roads, and that the issues were different in 
different localities. He said the general chairman on each road 
had the power to call a strike on his road. Some freight han- 
dlers, however, Fitzgerald said, on account of their “close sym- 
pathetic relationship” with the shopmen and on account of 
contracts and other conditions which made further work “un- 
bearable,” would probably go out July 1. 


Although the audience showed signs of being impressed 
with the announcement of the rail executives to the effect that 
contracts would be abrogated solely in the interests of harmony, 
no visible impression was made on the labor side of the hall. 
The announcement was made at the suggestion of Mr. Hooper. 
Jacob Aronson started the procession for the New York Central 
by announcing that road’s willingness to cancel all equipment 
repair contracts “if—and only if—such action will avoid a strike.” 
He later amended this by adding maintenance contracts, which 
he said he had been unaware existed, and such freight handling 


contracts as would not affect the stevedoring at New York and 
other ports. 


Ralph Shaw, general counsel for the Chicago Great Western, 


insisted that his road was within its rights in contracting repair 
work. 


“There is a larger question here, however, than legal rights,” 
he added, “and in the interests of co-operation with the govern- 
ment, and in spite of the fact that the road still believes its 
policy to be legally sound, these contracts will be canceled.” 

Presidents Bryam, of the St. Paul road, Budd, of the Great 
Northern, Alfred, of the Pere Marquette, Vice-President Kurn, 
of the Santa Fe, D. J. Williams, speaking for the M. K. & T., and 
J. G. Walber, for the Ann Arbor, followed with statements of 
Similar import. Presidents Finley, of the Northwestern, and 
Holden, of the Colorado & Southern, protested their being cited 
because, they said, they had no contracts. Hooper said apolo- 
gies would be mailed. Representatives of the Chicago & Alton 
and the Wheeling & Lake Erie said their contracts were of 
such insignificant nature as not to affect the situation, which 
evoked the remark from the chairman that “nits made lice.” 

A check made by the secretary of the board showed that, 
in addition to those at the hearing expressing willingness to can- 
cel contracts, the Rock Island and the Southern Pacific, Atlantic 
System had declared such intentions prior to the meeting. 


Board Outlaws Strikers 


The Railroad Labor Board July 3 adopted resolutions the 
effect of which was to declare outlawed members of labor organ- 
izations on strike or who should thereafter go on strike against 
awards of the board. They were as follows: 


Whereas, the six organizations composing the Federated Shop 
crafts have notified the railroad labor board that a very large 
majority of the employes which they represent have left the 
service of the carriers, and that the members of said organiza- 
tions are no longer employes of the railways, under the jurisdic- 
tion of the railroad labor board or subject to the application of 
the transportation act, and 


Whereas, the Brotherhood of Railway and Steamship Clerks, 
Freight Handlers, Express and Station Employes, United Brother- 
hood of Maintenance of Way Employes and Railway Shop La- 
borers, International Brotherhood of Firemen and Oilers and 
Brotherhood of Railroad Signalmen of America have also made 
known to the board that they have put out strike ballots on all 
or a part of the carriers, which may result in the classes of em- 
ployes which they respectively represent leaving the employ of 
the carriers, and 

Whereas, in the future submission of disputes involving rules, 
wages and grievances of said classes of employes of the carriers 
it will be desirable, if not a practical necessity, for the employes 
of each class on each carrier to form some sort of association or 
organization to function in the representation of said employes 
before the railroad labor board in order that the effectiveness 
= _ transportation act may be maintained; now, therefore, 

e it 


Resolved, That it be communicated to the carriers and the em- 
ployes remaining and the new employes succeeding those who 
have left the service to take steps as soon as practicable to perfect 
on each carrier such organizations as may be deemed necessary 
for the purpose above mentioned, and, 

Be it further resolved, That on any carrier where either of 
the above-named organizations, by reason of its membership 
severing their connection with the carriers, ceases to represent 
its class of employes procedure similar to that above suggested 
in the case of the shop crafts is recommended; and, 

Be it further resolved, That the employes remaining in the 
service and the new ones entering same be accorded the appii- 
cation and benefit of the outstanding wage and rule decisions 
of the railroad labor board, until they are amended or modified 
by agreement with said employes, arrived at in conformity with 
the transportation act or by decision of this board: and, 

Be it further resolved, That, if it be assumed that the em- 
ploves who leave the service of the carrier because of their dis- 
satisfaction with any decision of the labor board are within 
their rights in so doing, it must likewise be conceded that the 
men who remain in the service and those who enter it anew are 
within their rights in accepting such employment: that they are 
not strike breakers seeking to impose the arbitrary will of an 
employer on employes; that they have the moral as well as the 
legal right to engage in such service of the American public to 
avoid interruption of indispensable railway transportation, and 
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that they are entitled to the protection of every department and 
branch of the government, state and national. 
It is suggested that carriers bulletin this resolution. 


Gompers Derides Board 


This action of the board was denounced by Samuel Gompers, 
president of the American Federation of Labor, in a statement 
given out at Washington, as “utterly Bolshevik in character” 
and an attempt by the board “to disband unions at will.” It 
was “too ridiculous and fatuous to be accepted as permanent 
American government policy.” Continuing, he said: 


The action of the board is exactly a replica of the action of 
the Communists in turning the unions into government controlled 
agencies for the carrying out of the orders of the state. Free- 
dom of expression vanishes under the order of the board. 


But I say now that the workers of America, either on the 
railroads or elsewhere, do not intend to sacrifice freedom of ex- 
pression and of action. The board undertakes to say that unions 
which differ with the board must cease to exist—they are “out- 
lawed.” Whether this is for the moment an assumption of au- 
thority on the part of the board is immaterial. It is the logical 
outcome of the very establishment of such boards. It is an in- 
evitable consequence of an initial action that was wrong in 
principle and that was proven impossible in action. 

The railroad labor board, as an institution functioning in 
the twentieth century, is second in incongruity only to the so- 
called ‘open shop” movement. 

The law gives the workers, or the railroads, the right to de- 
cline to accept the board’s rulings. The workers, of necessity, 
declined, and by vote of the membership withdrew their serv- 
ices. They declined to work for the terms ordered by the board. 
The board now declares them “outlawed.” This is autocracy with 
a vengeance. It seeks to put the whole force of government 
back of the movement to kill the spirit and the fact of collec- 
tive bargaining, of joint negotiation, and agreement by the vol- 
untary coming together of workers and employers. It is the 
calamitous outgrowth of a mistaken idea. 

Unions cannot be unmade and remade at government dicta- 
tion. I ask whether the board ordered the directorate of the 
Pennsylvania Railroad dissolved and a new and amenable board 
created when that railroad refused to obey the orders of the 
board. Of course it did not, nor will it in any such case. 

The railroad labor board is seeking to perpetuate what it 
believes to be the existing dominant economic condition. But 
the board is mistaken in its analysis of modern trends and funda- 
mentals. It would have been equally as fitting, and equally as 
ridiculous for the board to order the dissolution of railroad di- 
ays wine where such directorates refuse to obey the orders of 
the board. 


William H. Johnston, president of the International Asso- 
ciation of Machinists, said the Labor Board had no more power 
to dissolve the unions than the unions have to dissolve the 
board. 


“As far as the refusal of the board to deal with the unions 
is concerned, it makes little difference to us,’ said he. “As a 
matter of fact, we would probably be far better off today if 
the board had never had any dealings with us. We tried to get 
along with the board as long as we could.” 


Jewell Answers Board 


In a letter given out July 4 B. M. Jewell replied to the 
resolution of the board. In his letter he said: 


In acknowledging receipt of an order of the board issued 
today purporting to “outlaw” 400,000 permanently organized rail- 
way employes and to grant recognition to such temporary or- 
ganizations of floating workers and professional strike breakers 
as the railway managements may be able to develop, we wish 
to advise that the statements contained in the resolution of the 
board are in many respects quite inaccurate. 

{1] The organized employes are not combating the labor 
board or the government. 

2] The organized employes are engaged in a dispute with 
the managements of the railroads. 

The labor board has failed in its effort to decide this 
dispute by obtaining an agreement upon wages and working con- 
ditions acceptable to both parties. 

{4] There is nothing in any lawful decision of the board to 
prevent such an agreement being reached between the carriers 
and their employes at any time in the future. 

[5] The resolution adopted by the board today [Monday) 
simply means that the board has accepted its failure to bring 
about an agreement, and the acceptance of that same fact by the 
employes cannot be honestly described as a fight against the 
labor board or the government. | 

[6] The organized employes, in their effort to maintain the 
American standard of living and to combat the intention of or- 
ganized money power to break down that standard, are uphold- 
ing and fighting for the institutions which the government of 
the United States was ordained to protect and to preserve. 

It is perhaps peculiarly appropriate that on the Fourth of 
July we state: “the causes which imperil” the organized railway 
employes to declare themselves “absolved from all allegiance” ta 
the board. 

The history of the recent conduct of the board is a history 
of repeated injuries and usurpations, all having in direct object 
the establishment of tyranny over the workers engaged in the 
transportation industry. 

The board was created for the purpose of establishing just 
and reasonable wages and working conditions, when an agree- 
ment upon wages and working conditions between carriers and 
employes could not be reached. The board was required to take 
into consideration “wages paid for similar kinds of work in other 
industries” and ‘the relation between wages and the cost of liv- 
ing,’’ among other standards. 

How far the board in its recent decisions failed to follow 
the law is most vividly shown in considering the lowest wage 
fixed by the board, because it inevitably follows that if the mini- 
mum wage fixed is below the level of a just and reasonable wage 
then all wages graduated upwards from that wage will be below 
the proper level. 

The board has fixed the minimum wage at 23 cents per hour, 
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or, according to the board’s own statement, an average for all 
section men of 32.7 cents per hour. Yet on July 1, when the 
wage thus established was to go into effect, employers of common 
labor throughout the middle west, such as road contractors, were 
unable to employ unskilled and unorganized workers for any 
such rate of pay—the fact being that wages of 40 cents an hour 
have been offered by the railroads themselves, and that private 
contractors have found it necessary to pay from 50 to 75 cents 
per hour to obtain common unskilled labor. 

The board has attempted to establish wages which for a large 
percentage of the men concerned will not provide the minimum 
amount found by government officials to be necessary to main- 
tain a worker and his family in a condition of decent living. 

When the railway employes affected by these wage cuts in- 
formed their organizations by their strike votes that they were 
unwilling to continue to render service upon the terms offered, 
the board (having failed to fulfill its function, because the board 
had failed to obey the law of its creation) then attempted to 
bring the executives of the labor organizations into a hearing on 
the eve of the suspension of work. 

The result of this would have been a confused and disorderly 
suspension of work, which, even though that was not the purpose 
of the board, would have reflected discredit upon the organiza- 
tions and been the cause of widespread disturbances. 

The executives refused to permit themselves to be drawn 
from their posts of duty, and as a result the suspension of work 
was effected July 1 by half a millicn men without disorder and 
in a manner showing clearly the determined and peaceful atti- 
tude of the railway employes under strain of difficult coniitions. 

Now the board by its order just received has attempted 
another disorganizing process. It is lending its aid definitely to 
the nation-wide drive inaugurated by selfish, short-sighted finan- 
cial interests against organized labor and in favor of the so- 
called open shop, which is in fact, as you well know, an anti- 
union shop. The action of the board would be comic if it were 
not even more tragic. 

The board well knows that such temporary groups of em- 
ployes as may be assembled for the purpose of performing the 
work which was being done by the organized railway employes 
will not in any honest sense represent the permanent employes 
of the railways, but will be merely company organizations, sub- 
servient to the will and purpose of the managements of the rail- 
ways. 

Judge Page of the United States District court in an opinion 
which coincided with the argument of the railroad lawyers stated 
that the purpose of the Transportation Act, “was to leave to the 
carrier and its employes full liberty to get together in their own 
way.” The board is now attempting to direct the organization 
of employes and to select those whom it will recognize as organi- 
zations of railway employes. 

a In this partisan effort of the board to destroy the effective- 
ness of the organizations which the railway employes have 
formed by their own desire and in the exercise of their right of 


mutual aid and co-operation the board has “outlawed,” not the- 


organizations of employes, but itself. 


Charged with the duty of mediating in disputes between the 


carriers and their employes, the board announces that unless the 
actions of the organizations of employes meet with its approval, 
the board will one by one exclude from its consideration these 
organizations, until, in course of time, following its present policy, 
we may assume the board will have excluded from its considera- 
tion the entire 2,000,000 railway employes, thus leaving itself 
unable to perform any of the duties and obligations imposed up- 
on it by the Transportation Act. 

Surely this would be high comedy were it not in fact a 
tragedy. It is a tragedy that the board has, first, allowed itself 
to be used as an instrument to lower the American standard of 
living at the behest of organized greed and, second, allowed itself 
to be used as an instrument of attack against the national or- 
ganizations of labor that have been for a generation the means 
for the peaceful, reasonable betterment of the conditions of the 
wage earners. 

The labor board has placed itself in the position of being 
not an arm of the government of the people of the United States 
which is expressed in the constitutional prohibition of involun- 
tary servitude, which is expressed in laws recognizing and up- 
holding national organizations of labor, which is expressed in 
establishing tribunals to protect the rights of labor in its un- 
ceasing struggle against the abuses of organized money power. 

The board has placed itself in the position of being an arm 
of an organized financial and employing interest ‘which is en- 
gaged in a nation-wide campaign to reduce wages below the level 
of decent living, to check the rising standard of living for the 
American worker, to disintegrate the protective organizations 
of the worker. 

We are ready and willing, in accordance with the provisions 
of the transportation act, as representatives of the national or- 
ganizations of railway employes concerned in the present dispute, 
to meet with the representatives of the carriers and to do all in 
our power to reach an adjustment of this dispute which shall 
insure reasonable wages and working conditions to employes in 
the transportation industry. 

We have no desire to promote any further misguided effort 
of the labor board to hamper and prevent a fair adjustment of 
this dispute and can accept the action of the board of July 8 as 
relieving these organizations, which the board has attempted to 
“outlaw,” from the faintest obligation, in the present controversy, 
to the board, which has thus abandoned its effort to fulfill the 
duties imposed upon it by law. 


Maintenance Strike Averted 


There will be no strike of the railway maintenance of way 
employes, at least at present. A conference was held in Chicago 
July 4 by members of the Railroad Labor Board and E. F. Grable, 
president of the maintenance of way employes, and six other 
members of his council. It was held at the suggestion of 
members of the board. It is stated that no promises were made 
to the men other than are to be found in a statement made by 
Mr. Grable after the conference, but it was, nevertheless, de- 
cided to withhold the strike orders that had been expected. It 
is the belief that this failure on the part of the maintenance 
of way men to act will greatly weaken the cause of the shop- 
men who went out. Mr. Grable’s statement follows: 


After conferences with railroad officials and the chairman and 
other members of the railroad labor board we have determined upon 
the following course: 
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First—To instruct our chairman on each carrier to take up promptly 
with the management all the grievances and controversies between 
the members of our organization and the carriers for the purpose of 
negotiating a speedy adjustment, the matters to be taken up, among 
others, to embrace a revision of the recent wage decision of the rail- 
road labor board, certain changes in our rules, and the question of 
contracting out the labor of the classes of employes included in our 
organization. 

That the carriers could not well hesitate to consider a revision of 
the wage decision is indicated by the fact that many of them have 
already been offering certain changes favorable to certain classes. 

Second—In case of a failure to secure from any carrier fair and 
reasonable concessions in regard to the various matters involved to 
bring these matters before the United States railroad labor board, 
with the assurance that they shall be given the right of way for 
prompt consideration and decision. 

Third—To continue work under the present wage decision of the 
labor board under protest, pending the efforts to obtain a satisfactory 
adjustment. 

Fourth—To insist that any revision of wages obtained be made 
retroactive to July 1. 

Fifth—To seek immediately from the railroad labor board a ruling 
absolving our members from being required to perform the work of 
striking employes belonging to other classes. 

Sixth—To withhold strike orders pending the carrying out of the 
foregoing program. 

With the best interests of the members of our organization at 
heart it is our judgment that more will be gained for them by the 
program here outlined than could be derived from any other course. 

_We believe that_a just and generous public sentiment will sustain 
us in this policy and every move necessary to its accomplishment will 
be most vigorously pressed. 

This announcement will be followed by a circular letter dealing 
with this matter more in detail. 


Hooper Writes to Jewell 


Ben W. Hooper, chairman of the Railroad Labor Board, July 
5 sent the following letter to B. M. Jewell: 


Inasmuch as you do not claim to be officially representing any- 
body before the Railway Labor Board at this time, it is not deemed 
eo for the Board to make reply to your letter of the 4th 
nstant. 

I desire to make personal reply however, in order that no por- 
tion of the general public may be misled as to the Board’s position, 
and to the end that any misunderstanding that may exist in the 
minds of yourself and your associates shall be cleared up. 

It is not my purpose to discuss with you in this instance the 
merits of the Board’s wage decisions, further than to say that 
the minimum wage of which you complain does not apply to the 
class of employes now ona strike; that the class affected by it 
are not striking, but are endeavoring to obtain redress for such 
grievances as they may have, in conformity with the Transporta- 
tion Act; that said minimum wage affects only .004 per cent of the 
railway employes of the United States and only 3.3 per cent of 
the class directly concerned, that is to say, only 6702 men out 
of a total of 200,031; that none of these are in the eastern or 
northwestern territory, but all are in limited sections of the south- 
west and southeast where the cost of food, fuel, clothing and housing 
is far below the country’s average; that the minimum in question can 
not be extended by the carriers even to a single section gang, in 
addition to those where it already exists; that the minimum of 
this class before war conditions set in and before Government tri- 
bunals fixed the wage was 11 cents, and that the present minimum 
is so infinitesimal, geographically and numerically, that it can not 
be taken as the basis upon which the wage of skilled labor is built, 
as you assert, but the average of 72.7 cents per hour, would be taken 
as such basis. 


“Outlawing” the Shop Crafts 


Going now directly to the tang of your letter, you allege, in 
substance, that the Labor Board by its resolution of July 3rd “‘out- 
lawed” the striking shop crafts, that it excluded them from the con- 
sideration of the Board, that it proposed to exclude such other 
organizations as might strike, and that it had thus joined in a 
driver of the financial interests against organized labor. 

The Board has done none of these things that you charge against 
it. You are simply putting the cart before the horse, confusing 
cause and effect. Your chief, Mr. Gompers, fell into the same error 
in his statement about the matter. 

Here is what has, in fact, happened in proper consecutive order. 

First, the Board and the labor organizations have always con- 
curred in recognizing the right of the majority of a class of em- 
ployes on a railroad, through their chosen represetnatives, to make 
agreements with the carrier. 

Second, these agreements, when made by a labor organization, 
apply not only to the members of that organization, but to non- 
members doing the same class of work. 

Third, you announced in Sunday’s press that “the shopmen hav- 
ing left the employ of the railroads no longer come under the juris- 
diction of the Labor Board.’ This was in accord with your previous 
communication to the Board. 

Fourth, it necessarily follows that, when certain of the em- 
ployes went out of the employ of the carrier, a majority of those 
who remained in and those who may subsequently enter, will be 
entitled to represent all of any given class of employes in any dis- 
pute before the Railroad Labor Board. The Board will not cease 
to function merely because certain employes leave the service, nor 
will the Transportation Act be annulled. 

Fifth, it therefore follows that you are prievously in error when 
you state that the Railway Labor Board has ‘outlawed’ your or- 
ganization. It has only accepted your own statement as one of 
fact and law that the striking men are not now employes of the 
carriers. It has not, however, used the rasping word “outlaw,” at 
any time. 

You must know, Mr. Jewell, that you do this Board a grave 
injustice and yourself no credit, when you characterize the Board as 
unfriendly to your organizations and being implicated in a “drive” 
of the financial interests against the employes. You are too well 
aware of the numerous instances in which the Board has upheld all 
the railway labor organizations, recognized their right to function, 
declaring their right of collective bargaining, and sustaining them in 
their resistance to efforts made here and there to deprive them of 
their rights and privileges. In fact, I may say without the fear of 
successful contradiction that this has been the uniform policy of the 
Labor Board. 

But because we have thus recognized the rights of the em- 
ployes, it does not follow that we can or should agree with them 
in every contention or that we should ignore the rights and in- 
terests of the public. 
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am yet quite hopeful that your organizations will recover their 
pow 5. and discern that it is vastly better for them to go along 
with the Railroad Labor Board, patiently when it makes mistakes, 
but confidently at all times that it profoundly desires to do justice 


to the men, the carriers, and the public, without fear, favor or 
affection. 


Mr. Hooper said: “The Labor Board had been protecting the 
interests of the striking shopmen even while they have been 
calling the board names.” Mr. Jewell said he was “not averse 
to dealing with any authorized person on any reasonable basis.” 

“When Mr. Jewell’s organization went on strike several car- 
riers came to me informally and asked about the feasibility of 
contracting out shop work while the shopmen’s strike lasted,” 
said Mr. Hooper. “I counseled against this, and my advice has 
been followed. We have thus protected the shopmen’s interests. 

“I believe that in a strike of this kind the men get excited 
and say a good many things they do not mean. I think such 
has been the case now. The Labor Board carries no grudge. It 
is not only inclined to be conciliatory, but must be conciliatory, 
for it has the interest of the public to protect. The board, as I 
said in my letter to Mr. Jewell, hopes that he and his organiza- 
tion will go along with the Labor Board rather than try to pull in 
the opposite direction.” 

B. M. Jewell July 6 was maintaining the conciliatory attitude 
he assumed as soon as the strike was under way. He indicated 
he is open to peace negotiations from any source. 

“If anyone has a proposal for settlement up his sleeve,” 
said President Jewell, “let him shake it out. We are ready to 
consider any reasonable proposition submitted by any authori- 
tative person or group.” 


Molders Go Out 


Mr. Jewell said J. F. Valentine of Cincinnati, head of the 
International Molders’ Union, had wired him that 2,500 molders 
employed on railroads had been called out. 


Signalmen Will Not Strike 


The 12,000 union signalmen in this country will not be called 
out on strike, for the time being at least, D. W. Helt, president 
of their union, announced July 6 in calling a meeting of his 
executive committee in Chicago Saturday morning to decide 
what permanent action the signalmen will take. 

Mr. Helt made his announcement in a formal statement 
following a conference with W. L. McMenimen, labor member 
of the Railroad Labor Board. The signalmen’s executive com- 


mittee will confer with labor members of the Labor Board Satur- 
day, he said. 


“Pending this conference a status quo will be preserved 
among the members of the Brotherhood of Railroad Signalmen 
of America,” the statement said. 


Wants Board Investigated 


A plea for a congressional investigation of the Railroad 
Labor Board in connection with the strike of railway shopmen 
was made in a statement issued by P. J. Conlon, vice-president 
of the International Association of Machinists. Declaring that 
the railway executives were spreading “vicious propaganda” 
through the daily newspapers, Mr. Conlon said the machinists’ 
only hope of fair play was in an investigation by Congress in 
order to get the facts before the public. He said while the 
machinists had faithfully complied with all the decisions of 
the board up to the one turned down by a strike vote, the rail- 
road executives had evaded the law and “passed up decisions of 
the Labor Board with contempt.” 


MAY OPERATING INCOME 


The Association of Railway Executives has issued the fol- 
lowing on May revenues and expenses: 


Incomplete reports so far received by the Interstate Commerce 
Commisison, show that in May, 136 class one railroads, with a total 
mileage of 170,933 miles, had a net operating income of $46,967,700, 
compared with $29,393, 000 for those roads during the same month last 
year, 

Operating revenues of those roads in May amounted to $332,770,500, 
an increase of six-tenths of 1 per cent over the same months the 
preceding year, while their net operating expenses totaled $262,843,000, 
a decrease of 6% per cent compared with May one year ago. 

Seventy-six carriers in the eastern district, representing 55,797 
miles, according to tentative reports, had a net operating income of 
$24,671,800. compared with $17.204,600 one year ago. The operating 
revenues for those roads totaled $173,473,000. a decrease of 1.3 per 
cent compared with May last year, while their ger expenses 
totaled $137.343,000, a decrease of 7.3 per cent helow May, 1921. 

Incomplete reports showed that 22 carriers in the southern dis- 
trict, havirg a total mileage of 22,266 miles, had a net operating 
income in May of $7,155,000, compared with $1,410,500 during the same 
month the preceding vear. The onerating revenues for those roads in 
May totaled $36.617.000, an increase of 12.7 per cent over May last year, 
while their operating expenses amounted to $27.258,000, a decrease of 
7.1 per cent compared with the same month in 1921. 

Reports for 38 railropds in the western district, having a total 
mileege of 92.869 miles, showed that their net operating income was 
$15,140.600, compared with $10.777.700 one vear ago. The operating 
revenues for those 38 roads totaled $122.680,000. an increase of three- 
tenths of 1 ner cent over Mav last year. Their operating expenses 
totaled $98,241,800. a decrease of 5.3 ner cent compared with May, 1921. 

To earn a return of 6 per cent on their tentative valuation the 


tg Sree one railroads in May should have a net operating income of 
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SHIP SUBSIDY LEGISLATION 


The Trafic World Washington Bureau 


Leaders in the agricultural world known to be “violently 
opposed” to the ship subsidy idea and who were selected for that 
reason to attend a dinner at the White House last week and in- 
formed by President Harding and A. D. Lasker, chairman of the 
Shipping Board, why they should support the subsidy bill in- 
stead of opposing it, left the dinner with a different slant on 
the subsidy from that they had before, it was said officially at 
the White House. 

The Administration, said an authoritative spokesman for 
the President, is not appealing for passage of the subsidy bill 
but rather, is in the attitude of commending it to the country, 
confident that, once the public understands the situation, there 
will be no opposition to bili except that “petty, narrow opposi- 
tion born of old-time prejudice.” 

It was not inferred that the farm leaders had informed the 
President that they had changed their views with regard to the 
subsidy but rather that it had been presented in a new light to 
them and that they had assured the President that they would 
give consideration to the subject with the explanations of the 
President and Chairman Lasker in mind. 

The members of the House are with their constituents this 
week, adjournment having been taken until August 15. In the 
meantime, the fate of the subsidy bill will hang in the balance. 
If the congressmen return to Washington convinced that it will 
be politically safe to pass the bill, it will go through—otherwise 
most probably not, regardless of any appeal that may be made 
for the bill. 

The guests at the dinner included the following: Secretary 
of Agriculture Wallace, Senator Capper of the Senate agricul; 
tural bloc, Chairman Lasker of the Shipping Board, Charles S. 
Barrett, National Farmers’ Union; John L. Boland, Missouri 
Farm Bureau Federation; O. E. Bradfute, Xenia, Ohio; W. S. 
Hill, South Dakota Farm Bureau Federation; C. W. Hunt, Iowa 
Farm Bureau; John T. Orr, Texas Cotton Market Association; 
A. C. Page, Orange Judd Farmer; J. F. Reed, Minnesota Farm 
Bureau; John Tromble, Kansas State Farm Union; Ralph Sny- 
der, Kansas Farm Bureau, and D. A. Wallace, Minnesota Farmer. 

That there will be no solid Democratic opposition to the 
Administration ship subsidy bill is the belief of the National 
Merchant Marine Association, which draws this conclusion from 
the fact that Representatives Lazaro, of Louisiana, and Repre- 
sentative Cullen, of New York, Democratic members of the House 
committee on merchant marine and fisheries, did not sign the 
minority report protesting against the measure. 

“Of the seven Democrats on the committee,” the association 
said this week in a statement, “only three endorsed the report 
(minority) in full. These were Representative Davis of Tennes- 
see (who has been described by Chairman Greene of the commit- 
tee as never having been a friend of the American Merchant 
Marine, Hardy of Texas, and Bankhead of Alabama. Repre 
sentatives Bland of Virginia and Briggs of Texas signed a post- 
script to the report, stating that they were substantially in ac- 
cord with the report, and opposed to the bill. The other two 
Democrats, Representatives Lazaro, of Louisiana, and Cullen, of 
New York, refused to attach their names to the report and are 
expected to vote for the measure. With such prominent mem- 
bers of the party as Senators Underwood and Pomerene already 
on record as recognizing the need of aid for American shipping, 
it is evident that there will be no presentation of unbroken 
Democratic ranks against the bill. The minority report is 
chiefly devoted to an attack upon the Shipping Board, and is, 
in the main, an echo of the arguments advanced by Representa- 
tives Davis and Hardy during the hearings on the measure. 

_ “An unusual feature of the situation is a statement attributed 
to Davis and Hardy that they would make a campaign to ‘edu- 
cate’ the people on what they cali ‘the iniquities’ of the bill. 
‘Thousands of pieces of literature’ along these lines, it is stated, 
‘will go out to the country from .Washington in the next few 
weeks. The spectacle of members of Congress conducting per- 
sonally such a campaign has aroused much speculation as to 
whom they represent. Opposition to the bill on the part of or- 
ganizations has been limited to a few farming and labor bodies, 
with all the leading commercial interests of the country strongly 
favoring the passage of the legislation.” 


Borah Opposes Subsidy 


Senator Borah, of Idaho, has lined up with the opponents 
of the Administration ship subsidy bill. In a statement assert- 
ing that the adoption of a cloture rule to limit debate in the 
Senate was being urged to facilitate the passage of the bill in 
that branch of Congress, Senator Borah declared that the bill 
would make possible “the very worst kind of corruption in 
government.” 

“If it were thoroughly discussed and the details of the bill 
explained,” said the senator, “it would result in leaving a large 
number of congressmen who might vote for it at home. 

“It has been cheerfully and wonderfully advocated in gen- 
eral statements and conclusions. But its details:and its prin- 
ciples, or rather lack of principles, which a discussion of it 
would reveal, would tell a different story. 
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“This is not a good time to give a favored class an oppor- 
tunity to draw upon the treasury for millions of dollars, the 
amount of the draw being very difficult to estimate. 

“It is not a good time either, when everybody is taxed to 
the limit, to initiate a perfectly vicious policy of relieving a 
certain class from taxation, and to create a body of men who 
are practically exempt from the control of the people, and who 
together with their friends, particularly favored with reference 
to taxes and the Treasury, would become a body potential for 
the very worst kind of corruption in government. 

“It is just the kind of measure that cloture would particu- 
larly favor.” 

Under “extension of remarks” in the Congressional Board, 
Representative Edmonds, of Pennsylvania, member of the House 
committee on merchant marine and fisheries, this week made 
reply to the statement issued last week by Democratic opponents 
of the ship subsidy bill (see Traffic World, July 1). 

There is no authentic testimony in the hearings on the bill 
to justify the statement that the bill will cost the people 
$75,000,000 annually, nor is there any statement to show a valu- 
ation of only $200,000,000 on the government fleet, Mr. Edmonds 
declared. 

“When the extreme compensation, estimated at less than 
$50,000,000 net, is being paid, we will have about 150 per cent 
more of vessels operating and a material decrease in the cost 
we have today from operating the lesser tonnage,” said he. 

As to the statement of the opponents that the bill provides 
for payments out to certain receipts by the Secretary of the 
Treasury, thus avoiding appropriations by Congress, Mr. Ed- 
monds said it was presumed that the opponents meant to inti- 
mate that there would be a hiding away in the Treasury Depart- 
ment of a fund that would never be open to the public and 
would be “kept secret and sacred by the Shipping Board,’ He 
said all transactions would be open the same as all other pub- 
lic records. 

As to the charge that the bill confers “autocratic and un- 
precedented” powers on the Shipping Board, Mr. Edmonds 
said: 


The operating portion of the Shipping Board arising out of the 
war emergency, if it is desired that it should function as a busi- 
ness must, of necessity, be clothed with rather unusual powers 
for a government proposition. The competition they have to 
meet are both international in character and with business men 
who are used to decide questions upon a moment’s notice. The 
board can not act unless equipped with power for rapid decisions. 
This covers sales, contracts, and all the various questions that 
arise in the operation of the largest corporation in the world 
which the Shipping Board really is. Of course, realizing the 
possibility of failure and with the vision of the past several 
years of Government operation before them, they are of necessity 
anxious that sufficient power should be placed with them to 
properly carry out the conduct of the business. In drafting the 
bill great care was taken to look into these powers and wherever 
it could be done to write into law the matters placed in charge 
of the board, and to limit and hedge with precautions all possible 
matters that could be legislated for, leaving only open such as 


were absolutely necessary, in our opinion, to successfully operate 
in competition. 


Mr. Edmonds said no one would object to provision being 
made for full reports or accounting to the President or Congress 
by the board. He said it had been understood that the existing 
law took care of that. 

As to Robert Dollar not wanting any “pap” from the govern- 
ment, Mr.-Edmonds said the former had told him recently that 
he was operating with Chinese and Japanese. 


“Of course,” he said, “if it is the desire of the American 
people to operate their merchant marine as operated under 
other flags, wiping out the laws for safety at sea, or the nation- 
ality of seamen, the shipowner would not ask for “pap,” but 
would do as done by Robert Dollar. It was, however, believed 
by the committee that what we are trying to do was to build 
up an American merchant marine, under the American flag, 
manned as far as possible by Americans, maintained at Ameri- 
can standards, and it was our thought that this was what the 
American people would desire. After reading this statement 
perhaps we are mistaken,” 


Discussing the part of the Democratic statement referring 
to the payment of subsidies to the Standard Oil Company and 
the United States Steel Corporation, Mr. Edmonds said: 


It is true that the bill will grant subsidies to the Standard Oil 
Co. and other ships of corporations while carrying their own 
products. This payment is, however, made the object of special 
supervision by the board so the 10 per cent limitation of profit 
clause will not be taken advantage of by the owner. It might 
be well to say at this point that there is no deduction allowed 
= oe upon freight paid to parties transporting their own 
reight. 

It was only after studying the subject thoroughly that it was 
decided to pay such compensation. The reasons were obvious. 
The greater number of the ships are tankers. The immense value 
of tankers in time of war can not be discounted by any state- 
ment. We can well afford to retain our control at the price, 
otherwise we might regret before many years pass the loss of 
these valuable naval auxiliaries. It must he remembered that it 
is not only the Standard Oil Co. or the United States Steel Cor- 
poration that operate these industrial ships; many other oil com- 
panies and manufacturing establishments own ships also. The 
object of this bill is to maintain an American merchant marine. 
These ships, especially the tankers, are an integral part of it, 
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the tankers especially vital. From this viewpoint we believed our 
deductions were sound. 


In conclusion he said Mr. Lasker “needs no apology, the 
Shipping Board today knows where it is at, what it owns, and 
is prepared to make a monthly report of its operations. This 
we owe to Chairman Lasker and his fellow board members. Did 
the last Administration try to give to Congress any such exposi- 
tion of ability to manage?” 

Referring to the sale of liquor on Shipping Board vessels, 
Mr. Edmonds said that the practice was started under the 
Democratic administration and continued since. 

“No doubt Congress will, when the bill is under discussion, 
take care of the subject ably and well,” he said. “It is mani- 
festly unfair to charge the practice of selling liquor on ships 
to the present board when it was only a hand-me-down from the 
party of the gentlemen who acquiesce in this statement.” 


BORAH AFTER SHIPPING BOARD 


The Trafic World Washington Bureau 


Senator Borah has introduced a bill to cut the membership 
of the Shipping Board from seven to three members. Explaining 
the reason for the measure, he said: 

“There are now seven members of the board, enjoying sal- 
aries of $12,000 each. After reading the hearings on the mer- 
chant marine bill, one would readily conclude that there is no 
possible justification for having seven high-salaried commission- 
ers. If this were a business institution instead of a public one, 
there would likely be one commissioner, and that would be 
plenty. To pay seven men $12,000 each to preside over the 
decrepit days, according to their own showing, of this moribund 
and money-losing, money-squandering affair, is a sheer waste of 
the taxpayers’ money. 

“We are told daily that we must get rid of these ships if 
we have to pay a large bonus to have someone take them. Why 
not get rid of some of the commissioners—not that anyone has 
personal objections to them, but solely in the interest of econ- 
omy? In times when the whole country is demanding relief 
from tax burdens, neither conscience nor common sense would 
permit this waste of money in high and unnecessary salaries.” 

Senator Borah said the Shipping Board was not the “only 
scandal in the matter of waste of public funds” and that the 
budget commissioner should investigate “these overloaded com- 
missions and these sinecures.” 


~RAILROAD-STEAMSHIP CONTRACTS 


The Trafic World Washington Bureau 


The Shipping Board is expected to take some action in the 
near future with respect to its demand made several months ago 
that the Great Northern and the Chicago, Milwaukee & St. Paul 
abrogate reciprocal traffic agreements which they have with 
Japanese steamship lines. The board gave the lines to July 1 
to abrogate the agreements voluntarily and on that date it had 
not been advised that the railroads would comply with the re- 
quest. 

While the board contends it has jurisdiction over the con- 
tracts under present merchant marine legislation, in other circles 
question has been raised as to its power to require contracts 
or agreements of the nature involved to be terminated. That 
the board even has doubt as to its power may be inferred from 
the fact that the subsidy bill contains provisions designed to 
give the board authority to require cancellation of such contracts, 


HEARING ON SECTION 28 


There were several allusions to inferential lack of patri- 
otism on the part of American shippers in the hearing con- 
ducted by the sub-committee of the United States Shipping 
Board in Chicago, July 3. George E. Chamberlain, chairman 
of the committee, presided. He was assisted by Commissioners 
Meyer Lissner and W. S. Benson, and Charles F,. Gerry, Attor- 
ney-Examiner for the Interstate Commerce Commission. 

In opening the hearing Mr. Chamberlain referred to the 
suspension of Section 28, merchant marine act, 1920, following 
a report by the United States Shipping Board on December 10, 
1920, in which the board certified that its facilities for handling 
American cargoes were inadequate. He asked for testimony. 

C. G. Highlander, appearing for the Wm. Wrigley Jr. Co. 
of Chicago, requested that the suspension of Section 28 remain 
in force. His principal objections to its reinstatement were sum- 
marized as follows: That the allocation of American bottoms 
by the board to shippers lacked a necessary flexibility; that 
Shipping Board vessels were not as fast as foreign vessels; 
that sailing schedules were frequently changed to the detriment 
of the American shipper; that sailing dates were held up for 
additional tonnage; that arrival dates were uncertain; and that 
pose Shipping Board was excessively slow in the settlement of 
claims. 

In conclusion Mr. Highlander stated that, despite the objec- 
tions he had just made, his company ‘in the six months’ period 
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ending June 30, 1920, had made a majority of its shipments in 
American vessels. 

Following his testimony, practically the same objections 
were made by C. H. McAuley, representing Swift & Co., of Chi- 
cago. In addition, however, Mr. McAuley raised the point that 
it was generally impossible for American packers to utilize 
American vessels because of the perishable nature of consign- 
ments. He aroused the attention of the committee by saying 
that, although twenty or twenty-five per cent of his company’s 
foreign business was delivered in American ships, the great 
bulk of it, consisting of shipments to northern and central Eu- 
ropean countries, must go in foreign vessels because the latter 
were properly equipped to handle the business. 

On a request by the committee’s chairman to explain his 
point, Mr. McAuley expressed himself as follows: 

“Because of the perishable nature of packing house prod- 
ucts several factors are of extreme importance. Proper refrige- 
rating and fan-ventilating apparatus is absolutely essential, if 
chilled and mildly cured meats, as well as lard, oleo, and edible 
and inedible greases are to be delivered in good condition. For- 
eign, notably British and French, vessels are so equipped, but 
Shipping Board vessels are not.” 

Commissioner Benson interrupted the witness: “If vessels 
of the United States Shipping Board are not equipped to handle 
consignments of this nature they probably can be.” 

“Nevertheless,” resumed Mr. McAuley, “they are not. Un- 
Ger present conditions we are compelled to utilize the only 
means available. I will say that there is one company flying 
the American flag whose service is as good as if not better than 
that of its foreign competitors, and that it gets a good share of 
our business.” 

“Another consideration is speed. Foreign ships, operating 
between American and Canadian ports and the important Eu- 
ropean ports make considerably better time than do those of 
American registry.” 

“Just how long does it take foreign ships to make these 
voyages?” asked Mr. Lissner. 

“From seven to nine days.” 

“Are there any other advantages to be gained in shipping 
in foreign bottoms?” 

“Yes,” answered Mr. McAuley. “Direct sailing.” 

He elaborated this statement by calling the commissioners’ 
attention to the policy of Shipping Board vessels of stopping at 
several ports both before and after the trans-Atlantic voyage, 
thereby seriously delaying European deliveries, particularly at 
the last port of call. Another advantageous feature of the Eu- 
ropean service, said Mr. McAuley, was the policy of changing 
routings in the warm summer months. In the interim from 
May first to October first these vessels take a northern and 
cooler course. 

The discussion then changed to the problems that would 
confront the Shipping Board in the event that sufficient ves- 
sels were put into service to handle present available shipping. 
The witness and the members of the committee agreed that 
American shippers would deluge native vessels, providing equip- 
ment and service equalled that of competing foreign lines. 

Mr. McAuley introduced a new point in the series of board 
hearings by requesting that meats and other perishable packing- 
house products be made an exception if section 28 were en- 
forced. He based his appeal on the second sentence of section 
28 which reads as follows: 


Whenever the board is of the opinion, however, that adequate 
shipping facilities to or from any port in a possession or de- 
pendency of the United States or a foreign country are not af- 
forded by vessels so documented, it shall certify this fact to the 
Interstate Commerce Commission, and the Commission may, by 
order, suspend the operation of the provisions of this section with 
respect to the rates, fares, and charges for the transportation 
by rail of persons and property transported from, or to be trans- 
ported, to such ports, for such length of time and under such 
terms and conditions as it may prescribe in such order, or in 
any order supplemental thereto. 


In answer, members of the committee protested that such 
an interpretation of this part of section 28 would. open up an 
entirely new’ problem, which would, in all probability necessitate 
new legislation. 

After some further discussion on grounds already covered 
R. O’Hara, appearing for Swift & Co., invited the members of 
the committee to collaborate with the Institute of American 
Meat Packers on any problems that might present themselves. 

George Blair, for Wilson & Co., and E. P. Hinds, for Armour 
& Co., appeared as witnesses just long enough to express their 
stand as being with that of Swift & Co. 

“There is a patriotic duty on the part of American shippers 
involved in the application of Section 28,” was one of the state- 
ments made by Chairman Chamberlain. 

Mr. Highlander agreed. 

“What portion of your business is delivered in American 
bottoms?” was the next question. 

“Out of thirty-nine shipments during the first six months 
of the present year twenty-three were in American ships.” 

“How were the balance billed?” 

“Thirteen through Canadian ports, and the other three out 
of Pacific ports on foreign ships.” 
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“Why?” asked Mr. Chamberlain. 

“On the expressed wish of the consignee when the goods 
were ordered,” answered Mr. Highlander. 

The chairman persisted: “Could you not have objected to 
the requested routing or disregard it entirely?” 

“We could not. That course would savor too much of in- 
terference in our customers’ business.” 

Commissioner Lissner later catechized the Swift & Co. rep- 
resentative in a similar manner. He asked why, when a for- 
eign customer ordered: his consignment billed via a foreign ves- 
sel, Swift & Co. did not object and request the use of an Amer- 
ican vessel. 

“Because,” was the answer, “competition in foreign coun- 
tries is so keen that we cannot afford to disregard or cross the 
slightest wish of the customer.” 

The answer did not appear to be satisfactory, but the mat- 
ter was dropped. 


THE ST. LAWRENCE CANAL 


(From an address before the Illinois Bankers’ Association, June 
23, by H. C. Gardner, chairman of the committee on waterways of the 
Chicago Association of Commerce.) 

This question, will the ships come and go, is indeed an 
important one, but it usually takes a mid-westerner just about 
one second to answer in his mind, yes, why not? Ships go and 
come wherever in the world there are good physical conditions 
and freight to be carried. The question of physical conditions 
being conceded, let us inquire about the freight and the induce- 
ments for the ships. In the fiscal year 1921 we exported over 
a million bushels a day on the average of wheat, and about 
half as much corn. We are fully keeping the same average 
this year. Some have predicted that we would cease to be ex- 
porters of wheat, but the record of our overseas commerce 
proves the contrary tendency. In the semi-decade, 1906-10, we 
exported of wheat seventeen, the next five-year period eighteen 
and the next twenty-six per cent of our crop. This brings us 
down to the 1920 crop, of which forty-four per cent went abroad, 
and at this time it seems certain our current fiscal year will 
close with a record of over forty-five per cent exported. And 
our corn exports have been growing—which is not uninteresting 
to people of Illinois. 

It would be folly for me to use your time to show that this 
wheat and corn start on their overseas journey from our mid- 
western and northwestern states. Knowledge of this fact is 
part of the inner consciousness of everyone here. And largely 
these shipments now go out by the St. Lawrence from Montreal, 
for this Canadian city is second only to New York in volume 
of overseas. shipping among the ports of the North American 
continent. 

This season’s rates on wheat and corn from Chicago to 
Montreal, through shipments in canal-sized vessels, i. e., not 
over two hundred sixty feet length, have been and are approxi- 
mately eight and a half cents a bushel, which includes transfer 
to overseas ship in Montreal harbor. In the big lake carriers 
taking 10,000 to 14,000 tons at a trip, the rate to Buffalo or to 
Port Colborn, the southerly end of the present Welland canal, 
the rate has averaged during the same time two cents—this 
for three-quarters of the total distance to Montreal. If the big 
ships could go all the way three cents would be quite as re- 
munerative as is the present two-cent rate to Buffalo, and we 
would have an immediate saving of over five cents per bushel 
on top of the present saving on all water rates via Montreal 
as against lake to Buffalo and rail to New York of three cents, 
making over eight cents per bushel. Let me say here that the 
best students and judges of crop movements I know believe that 
the economy of the improved St. Lawrence route will as the 
years go by average fully seven cents per busheel on corn and 
wheat as against anything that can possibly be done by any 
other existing or possible route. I leave you to apply this 
figure to the quantities which you so well know, perhaps four 
billion bushels average of corn, wheat and rye, for we export 
all these and on all have the price virtually fixed by the value 
at the ports of northern Europe less the costs of transportation 
and conducting business. And we export other things—meats, 
lard, cheese, canned milk, and manufactured goods of a hundred 
kinds from a thousand factories. 


Montreal and New York are on a parity, so far as rates go, 
to European ports, but Montreal has the advantage in distance, 
to, say, Liverpool, of 353 statute miles, not because Montreal 
is farther east, but farther north, and all the great ports of 
northern Europe lie not only to the east, but much to the north. 
And the farther north we go the less becomes the circuit of 
the earth, so that, where they can, ships always in the northern 
hemisphere keep to the north of their true compass course. 
* ok ok 

One of the objections raised by our opponents and insisted 
upon by Governor Miller is that to make the use of ships 
profitable there must be inbound as well as outbound freight, 
and they say, ‘Where is the return cargo?” The International 
Joint Commission had this phase of the problem before them 
and they express confidence there will be incoming cargo. But 
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the case is not so easily proven, because the statistics as kept 
credit the imports to the port of entry. Mr. H. C. Barlow, of 
cherished memory, traffic director of Chicago Association of 
Commerce, in 1920 undertook a study of this problem so far as 
Chicago was concerned, and found over a thousand of their 
seven thousand membership were engaged directly in foreign 
commerce, and from all the figures obtainable reached the con- 
clusion that Chicago importers brought into the country in 1920 
over a billion dollars’ worth of goods, not including grain from 
Canada. Nineteen hundred and twenty was a year of inflated 
values and the war stimulus was still on, so we must use caution 
in contemplating the figures, but we do import goods, many 
millions of dollars’ worth. Some of you know probably that 
much the largest house in the United States in the importation 
of general merchandise is a Chicago house. 

To my mind, however, statistics of imports are unnecessary 
to prove that we will have inbound tonnage for the St. Lawrence 
route. Over 40,000,000 of us live within the economic trans- 
portation radius of the Great Lakes, and we are just average 
Americans, eating, wearing apparel, and otherwise living just 
as do the rest of our people. Is it logical to argue that, because 
we do not live within sight of the sea, we do not use imported 
things? Being a mid-westerner, and knowing our people as I 
do, I have but one conclusion—we are over forty per cent of 
the people of the country and we must use—we do use—over 
forty per cent of the country’s imports. Given the physical 
facilities, will we not land these goods as nearly at our doors 
as practicable? Are our merchants weaklings and our banks 
unfamiliar with and not equipped to do foreign business directly 
and without the intervention of seaboard merchants and bank- 
ers? 

And it is a fallacy to say there must be a balance of inbound 
and outbound tonnage. No port on earth has it, and the cheap- 


est carriage anywhere known is on our Great Lakes, largely a 
one-way business. 


TRAFFIC LEAGUE AND SHIP SUBSIDY 


A Special committee of the National Industrial Traffic League 
(Seth Mann, San Francisco, chairman) appointed “to make a 
study of the maritime laws and the conditions governing Ameri- 
can shipping, with instructions to report to the executive com- 
mittee any changes necessary to bring the merchant marine in 
harmony with the necessities of commerce,” held a meeting in 
Chicago recently and considered the ship subsidy bill and sec- 
tion 28 of the Jones law. It has recommended to the executive 
committee that the League favor the passage of the ship sub- 
sidy bill and the repeal of section 28. This report of the special 
committee has been transmitted to the members of the execu- 
tive committee and a League circular, dated June 29, says that 
twenty-five members of the executive committee have voted 
in favor of it. One member recorded his vote in opposition to 
the repeal of section 28 of the original merchant marine law or 
as now proposed to be modified by the ship subsidy bill where 
it is embodied in amended form in section 607. He favors the 
retention of section 28. The League itself has as yet had no 
opportunity to vote on these questions. 


DENIES MEDDLING WITH A. F. L. 


The Trafic World Washington Bureau 


In a statement issued by the Shipping Board, Commissioner 
O’Connor, in charge of labor matters for the board, said there 
was no truth in a report to the effect that the board was under- 
stood to be exerting pressure through O’Connor to have the 
marine engineers withdraw from the American Federation of 
Labor, so that the board might have the opportunity of stating 
that labor, in spite of Gompers’ denunciation, was not opposed 
to the President’s ship subsidy program. 

“While I have always felt that in fairness to shipyard labor 
and labor engaged in marine and waterfront work the Federa- 
tion of Labor should favor the ship subsidy, I have never even 
discussed any action of that sort with the Marine Engineers’ 
Beneficial Association or with any marine engineer, nor have I 
discussed it with any other organization and do not propose to 
do so,” said Mr. O’Connor. “It is a matter which should be left 
entirely to the various affiliated organizations and the Federation 
of Labor to handle as they think best. The statement that the 


Shipping Board is taking any interest whatsoever in this matter 
is erroneous.” 


CURRENT AMERICAN SHIPBUILDING 


June 1, 1922, American shipyards were building or under 
contract to build for private shipowners, 129 steel vessels of 
209,060 gross tons, compared with 147 steel vessels of 220,727 
gross tons on May 1, 1922. 


The governmental departments in Washington are 
Scattered from one end of the city to the other, but the 


free service rendered Daily Traffic World subscribers 
embraces them all. ° 
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THE MISSISSIPPI BARGE LINE 


Herewith is printed correspondence between President Mark- 
ham of the Illinois Central Railroad and President James E. 
Smith of the Mississippi Valley Association relating to the 
Mississippi Barge Line. The correspondence is referred to 


editorially in this issue. Mr. Markham, writing to Mr. Smith, 
under date of April 21, says: 


The St. Louis Post-Dispatch of April 15 published an excerpt from 
the talk I made the evening of April 14 before the Commercial Club, 
following which it quoted you in a statement attacking my position 
on the question of using the waterways more extensively for trans- 
portation service. I feel that your statement is misleading, and that 
it should not pass unchallenged. 

I said in my remarks that there is little practical information 
from which to judge whether traffic can be handled more cheaply 
on the waterways than on the railroads. You dispute this with figures 
comparing the average revenue received per ton by the railroads and 
the Mississippi barge line. There are a great many reasons why ton 
mile revenue statistics do not form a just basis of comparison. 

In the first place, the services performed by the railroads and 
the barge lines are not at all similar. Practically the entire traffic 
of the barge line is made up of low-grade commodities, moved largely 
without regard to speed and carried for considerable distances. There 
are only five important shipping points on the barge line—St. Louis, 
Cairo, Memphis, Vicksburg and New Orleans. On the line of the 
Illinois Central between St. Louis and New Orleans we maintain 
mo.e ‘han 180 fre gant agenc es. where we reerpt end discharge freight, 
Not only do the railroads handle a considerable amount of short- 
haul traffic, but they perform what is virtually a pick-up and delivery 
service. Furthermore, they move a considerable amount of freight 
which demands rapid handling—fruits and vegetables, milk, meat, 
other packing house products and the like—and they handle con- 
siderable traffic which is perishable or fragile and consequently, be- 
cause of the risk of breakage or other damage, must carry high-class 
rates. Those rates necessarily figure in the average revenue per ton 
mile by the railroads. 

In the second place, the Mississippi barge line pays nothing 
toward the cost of maintaining a navigable channel in the portion of 
the river which it traverses, while the railroads maintain their own 
rights-of-way and must charge rates to cover such costs. You inti- 
mate in another poitor of your statement that the cost of water- 
way improvement is infinitesimal, but as a matter of fact I believe 
the public does not realize how costly it is to keep a river channel 
navigable, even in such a favorable stream as the Mississippi, where 
locks are not required. 

‘the aistance verwcen St. Louis and New Orleans by rail is approxi- 
mately 60 per cent of the distance by water. The all-rail short line 
route is about 700 miles, while the water route is about 1,150 miles. 
It will be seen readily, therefore, that an accurate measurement of 
the comparative cost of service is not to be had on a basis of ton 
mile revenues. 

There has been little attempt to make an accurate comparison 
betwcen the cot of novirg tr: ffic by reil end water. Such com- 
parisons are difficult to make, because of the lack of similarity of 
service performed, by the two methods, the lack of similarity of 
accounting practices, and the limited information about waterway 
costs. However, I believe true comparisons must be made if we are 
ever to reach an accurate understanding of the situation. 

In another portion of your statement you point to the fact that 
the Government has recently paid the railroads large sums of money 
as an argument for a Government subsidy of barge lines. 


When the Government took over the railroads for operation on 
January 1, 1918, it agreed to pay the corporate owners of the proper- 
ties a certain rental, based upon the net earnings of the railroads for 
the three preceding years. When the properties were given back 
to thcir coipcreie cw) cis. on Maich 1, 1920, a sx months’ guaranty 
period was created to give the railroads an opportunity to adjust 
their organizations and machinery to the new conditions they faced. 
The amounts which the Government has recently paid the railroads 
(outside of loans which have been negotiated in the regular way) 
have been in settlement of the rentals for the Federal control period 
and of the guaranty for the six months which ended August 31, 1920. 
There have been no payments by the Government to the railroads on 
any other basis. You understand, surely, that these payments are 
not the equivalent of a Government subsidy of rail transportation; 
the Government has not undertaken to underwrite the losses of. the 
railroads, and I am sure the public would protest most vehemently if 
it should undertake such a plan. Your statement, in the way it is 
made, therefore, only leads to misunderstanding. 

Your statement says that in one year the Mississippi barge line 
piled up a surplus of $150,000 and ‘‘saved shippers the tidy sum of 
$601,0C0.’"". UTnfortvrately, T am vunehle to check up on that state- 
ment. Official reports for the calendar year, 1921, including the latest 
information available, show that during that year the barge line 
sustained a net deuicit of $190,622.39. For the latest complete fiscal year 
—the yeer ending June 20. 1921—the net deficit sustained, accordin 
to official reports, was $502,637.01. Official reports show that the net 
deficit sustained by the barge line from the time of its inception to the 
close of 1921 aggrégated $1,626,588.13. I agree, of course, that ‘the 
cost of instituting a carrier service is heavy, and that later develof- 
ments may prove more favorable to the contention of the advocates: 
of inland water shipping, and that is why I said, in my talk before the 
Commercial Club, that we must wait for further evidence before pass- 
ing final judgment on the practicability of the Mississippi barge line. 

You say in your statement that the ownership of barge lings by 
the railroads would not be desirable because ‘‘competition, the ‘basis 
of river traffic, would be destroyed.’”’ I do not believe your conten- 
tion is sound. 

I do not deny that the railroads put the waterways out of business 
when they came into competition with them. They did it by offering 
a more economical service, a service more rapid and more dependable, 
and one which gradually reached out to cover all points of develop- 
ment. The waterways, at best, can serve only a limited area. We 
cannot have waterways in a network over the country, like we now 
have steel rails, because that is physically impossible. For every 
point served partly by a water carrier there are thousands of pionts 
served by the railroads. In comparison with the five terminal points 
on the Mississippi barge line, the Illinois Central System alone has 
nearly 1,500 agencies where it picks up and discharges freight. The 
railroads pick up a loaded freight car at the mouth of the mines, at 
the door of the factory or warehouse, or beside the grain elevator 
and move it to the point of destination. It is not necessary for that 
car to leave the rails enroute. The water carriers operate in qa limited 
cycle and at best can only specialize in carrying certain kinds of 
commodities between certain restricted points. The railroads can 
operate throughout the year, wnereas there is a period every year 
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when a portion of even the Mississippi is closed to traffic, and when 
shippers must rely upon the railroads for service between river points. 
Those are some of the reasons the railroads were able to supplant the 
waterways as freight carriers. 

Whatever there was of unfairness in the competition between 
the railroads and the waterways in the early days of railway develop- 
ment would be prevented now by the authority of the Interstate 
Commerce Commission. On the other hand, the railroads, by operat- 
ing boat lines whose practicability has been demonstrated, would 
thus be able to offer a generally cheaper service, giving whatever 
benefits there are to all the people who use transportation. Even 
with the most intensive development possible of our waterways, the 
greatest number of persons who can benefit from the carriage of 
freight by water is necessarily small in comparison with all those who 
use transportation service. : 

The proposition that boat lines which are proved practicable 
should be incorporated into the national system of transportation by 
permitting the railroads to operate boat lines has for an advocate one 
of the chief exponents of waterways in the United States, Major- 
General Lansing H. Beach, Chief of Engineers of the United States 
Army, General Beach recently said, in an address before the National 
Rivers and Harbors Congress: 

“The competition between the railroads and the waterways is all 
a mistake, unfortunately one which has existed for some time but 
one which will be removed when the parties understand the true cir- 
cumstances and the true conditions. There will be some legislation 
necessary to get matters straightened out as they ought to be...... 

“I would suggest the repeai of that law which says that a rail- 
road should not operate a boat line, and I would allow the railroads 
to operate boat lines when the Interstate Commerce Commission 
believes that those boat lines are genuine feeders of the railroads, 
or are legitimate extensions of their lines. 

“There is no reason why the railroads with their organization 
which they possess today and their trained men should not be allowed 
to operate the waterways just as well as they do the railroads, and, 
if a railroad can reduce its cost of transportation between its termini 
by placing a boat line in the haul somewhere, I don’t see why it 
sioi.la } oO. be allowed to do it. In fact, I believe that it ought to be en- 
couraged to do it.’’ 

I wish to make it clear that I am not antagonistic to the develop- 
ment of the inland waterways. The railroads system with which I 
am connected has done everything it has been called upon do in co- 
operating with the barge line experiments, and it will continue that 
friendly policy. I want to see the barge line tests carried out so that 
we may really determine the mooted question of the practicability of 
river transportation. However, in dealing with the developments, as 
the tests proceed, I believe we should all be careful not to say any- 
thing that will mislead the public in regard to the actual conditions. 
Let us make the tests fair and then abide by the results. 


Smith Replies to Markham 


Mr. Smith, replying to Mr. Markham, under date of June 
7, says: 


I cannot agree with you that ‘‘there is little practical information 
from which to judge whether traffic can be handled more cheaply on 
the waterways than on the railroads.” 

Reliable statistics are available, which prove conclusively that 
treffic s hancled nme cheanly on waterways than on the railways, 
not only in other countries but in our own as well. I do not think 
it necessary to argue this question at length, as I regard it as being 
removed from the realm of controversy. 

I will say, however, that the monthly and yearly reports, that 
the Fedcre] baige 1 ne hes now for a period of nearly four years 
been compiling, contain a large amount of valuable data from which 
it is becoming possible to make accurate and reliable comparisons of 
the relative accomplishments of the two means of transportation 
in the Mississippi Valley. My conclusions are drawn from a study 
of that data. ’ 

You object to the use of the “‘ton mile’’ as a basis of comparison. 
I grant that the use of any basis of comparison must make allowance 
for fundamental differences in operating conditions, but when that 
is said, I fail to see the injustice of the ‘‘ton mile” basis. The rail- 
roads usually make their own calculations on the basis of earnings 
per ton, per ton mile or per car mile. Earnings per ton take no 
account of distance, and the ‘‘car mile’ basis in any such comparisons 
as we are discussing, is obviously out of place. If you have some 
new and better basis to suggest, I should be inclined to use it, for 
I am confident the good showing of the water lines would be apparent 
when measured by any fair standard. 

The basis of dissimilarity you first cite, is that— 

“Practically the entire traffic of the barge line is made up of 
low-grade commodities, moved largely without regard to speed and 
carried for considerable distances.”’ 

My inquiry of barge line officials confirms your statement as to 
the distance the freight is carried. There are few local stops and 
the average haul on the barge line is undoubtedly considerably longer 
than that of the railroads. 

The tows of the barge line move much more slowly and less 
frequently than the freight trains of the railroads. However, the 
absence of local stops favors the through transportation of the freight 
between the barge line’s termini, the matter which most interests the 
public. I find upon inquiry that the average time of tows in motion 
up-stream, is 75 miles per day, and down stream about 150 miles, and 
there r:e practically ne rtcrmedete delays. as et division points on 
the railroads. My recollection is that the latest statistics of the rail- 
ro’ ds si'cvs th everage movement of freight per day to be some- 
thing under 30 miles. 

I think your statement that ‘practically the entire traffic of the 
barge line is made up of low-grade commodities” is very misleading, 
however unintentional, 

When the average man speaks of low grade commodities, he has 
in mind coal, ore, sand, cement, gravel, stone, lime, salt, lumber and 
other things which move in bulk and pay low rates by contrast with 
manufactured articles. 

These pre the commodities which censtitute the great hulk of 
the tonnage of your railroad and all others. The barge line has 
handled thus far none of these things, for the reason that they 
have not had the proper equipment for carrying such freight. The 
only commodity which the barge line has handled in bulk in any 
quantity, is grain, and the latest figure shows that this constitutes 
less than 40 per cent of the total traffic. 

Manufactured articles seem to make up the bulk of the barge 
line tonnage. 

Your second objection is One very frequently raised by railroad 
men, which I believe will not stand analysis. , 

Why should the Federal Barge Line pay any portion of the 
cost of maintaining the navigablé channel of the Mississippi River? 

If you will analyze the figures for this work in the last forty 
years, you will find that the greater part of the money has been 
raised Ly the states, and not from Federal funds, and has been 
expend for levees and reventment of banks. These expenditures, 
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while they may have been urged partially as calculated to improve 
navigation, were first of all for the protection of life and of property 
subject to destruction by the river when unrestrained. From one 
end of the river to the other, railroads parallel its banks, and are 
protected by these public improvements, and I know of none more 
grea.ly benefited by them than the great properties which you 
so ably administer. 

While these are the works best calculated to retain a good, 
navigable channel, they have gone steadily on through the twenty 
years in which there has been little or no navigation on the lower 
river and they will undoubtedly continue even if navigation should 
again be wiped out. 

There has never been any suggestion of taxing the many private 
local transportation operations on the lower Mississippi for this river 
improvement work, and I am quite sure that if the idea you advo- 
cate of railroads owning barge lines, were suddenly realized and 
you entered the business yourself or bought out the existing Federal 
enterprise, you would very soon come to agree with me. 

As a matter of fact, the known absence in river transportation 
of this large element of the cost of railroad service is one of the 
things waterway advocates have always pointed to as warranting 
the public in expecting a cheaper service by water. 

I do not think any misconception is likely to arise from my 
reference to the Government’s payments to the railroads. I main- 
tain that the requirement that the Interstate Commerce Commission 
shall keep railroad rates on a plane calculated to yield a fair re- 
turn on the property used for transportation, has the essentials of 
a subsidy and was the nearest approach to the actual guarantee of 
earnings which railroad owners could secure from Congress. It 
protects them from all forms of destructive competition among 
themselves, and gives them recourse before the courts against 
any ill-advised reduction enforced by Commission order. 

I venture to predict that if such protection of revenues of inland 
water lines were possible, that we should soon see private capital 
again occupying this field of transportation. 

As to the barge line’s earnings, its figures for the fiscal year 
ending June 30th will soon be available, and we shall be in no doubt 
as to the results. My statement of the savings to shippers was based 
on a statement compiled for me by the barge line company and can 
easily be checked up. 

Your arguments for legislation which will permit railroads to 
own and operate barge lines on the inland waterways, are very inter- 
esting but to me quite unconvincing. 

All the public benefits which you picture as flowing from the 
co-ordination of rail and water services, can be accomplished by a 
broad system of joint rates and fair interchange relations without 
ownership. 

_The very disparity between the relative mileage of rails and rivers 
which you point out, emphasizes the danger of destruction of the 
smaller water service by an unjust shifting of the burdens of the 
cost of the combined services, 

Ownership gives the right to foster or destroy and in my opinion, 
such an appeal as you now make, will have to be deferred until a new 
generation has grown up in ignorance of the destruction the eastern 
trunk line railroads heaped upon their own water lines on the lakes 
or of the unfair methods employed by the railroads which resulted in 
driving off all competition from our inland rivers. 

_ The waterway advocates of the Mississippi Valley, will, in my 
opinion, never again permit the misuse of our inland waterways by 
the railways, by allowing them to make unreasonably low and non- 
compensatory rates to river po to meet water competition that 
is non-existent, and to then charge higher and unreasonable rates to 
interior points, in order to average up their rates and earnings. 

The people of the Mississippi Valley are opposed to this procedure, 
because it has prevented the use of our valley rivers as carriers of 
commerce, and because the continuation of this policy is costing the 
inhabitants of the valley hundreds of millions of dollars and at the 
same time is preventing the further development of the valley’s almost 
unlimited resources. 

General Beach’s recent utterances which you quote, have been 
the subject of much discussion among his many friends in the 
Mississippi Valley. They recognize his great ability as an engineer 
and will always be greatly influenced by his mature judgment as to 
the best measures for the improvement of our waterways. I can 
assure you, however, that they will be very slow to follow him into 
dangerous experiments in the field of commercial transportation 
where he has had no practical experience whatever. 

I acknowledge with pleasure your broad-mindedness in waterways 
matters. Its reflection in the relations between the Illinois Central 
Railroad and the Federal Barge Line, is a matter of gratification to 
all waterways advocates. I am bound to say, however, that it is 
conspicuous as an exception to the general attitude of those who 
administer our railroads. The general attitude of hostility toward 
waterways, which is still manifest in railroad circles, will, I am quite 
sure, postpone for many years any public acceptance of the railroad 
interests as the custodians of the destinies of public common carriage 
on our inland waterways. 

In closing, let me state that I am not hostile toward the railroads. 

On the contrary, I am in favor of giving them the necessary aid 
and support to enable them to render to the public the fullest measure 
of service they can supply and I also favor allowing them compen- 
satory rates which will enable them to properly maintain their prop- 
erties and insure a fair return in dividends to their shareholders. 

I contend, however, that the rivers of the Mississippi Valley 
belong to all the people of the valley, and that the inhabitants of the 
valley who live away from the rivers are just as much entitled to 
whatever benefits they can derive from the use of the rivers as are 
those who live upon their banks. 

I contend that it is unfair to deprive the people of the interior of 
the benefits to be obtained from the use of the rivers, and that it is 
detrimental to the interests of the people who live in the river cities 
to place unjust burdens upon the inhabitants of the interior, from 
whom they must necessarily draw their patronage and support. 

I contend that water transportation is the cheapest known method 
of transportation and that it can easily be made available to all the 
people of our rich and fertile valley. Incidentally, let me express the 
belief that the Mississippi River and its navigable tributaries, will 
inevitably be put into use as great channels of commerce, not alone 
because they will furnish cheap transportation for the products of the 
vallev. but for the reason that every available form of transportation 
must be used to meet the needs of our constantly growing commerce. 

I am sure you will agree with me that transportation is now the 
most vital problem before our people. Many of the officials of our 
railways frankly admit that when normal conditions are restored, 
they will be utterly unable to handle our great volume of traffic. If 
this be true, then we must resort to the use of our waterways as the 
only possible means of relief. This fact being admitted, we must 
insist upon our waterways, as they are put into use, being recognized 
by our railways as “common carriers’? and that they be given the 
same advantages in the interchange of freight, in fair and equitable 
joint rates and through bills of lading, as are given by the railways to 
each other, to the end that our railways-and waterways may be 
co-ordinated and made to work together for the common good. 
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' Miscellaneous Decisions 
| ‘Praffic Cases Recently Decided by State and Federal Courts 
taken from Reporters and Digests of National Reporter 
System, o_o by West Publishing Co., ot. —_ Minn. 

Copyright by West Publishing C 0.) 
a rf 


REGULATION OF COMMON CARRIERS 


Consignee, Accepting Goods on Mistaken Representation that 
Freight is Paid, Held Bound to Pay: 


(District Court, W. D. Washington, S. D.) A consignee, 
who is not at any time the owner of goods shipped, who has 
not agreed with either the shipper or the carrier that he 
will pay the freight, and who accepts the goods on the carrier’s 
mistaken representation that the freight has been prepaid, is 
bound by such acceptance to pay the freight; shipper, carrier and 
consignee all being agents and trustees for the public in the 
matter of the enforcement of freight rates. (Great Northern 
Ry. Co. v. Hyder, 279 F. Rep. 783.) 
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Shipping Decisions 

Cases Recently Decided by State and Federal Courts 

k (Digests taken from Reporters and Digests of National Reporter 

System, Published by West Publishing Co., St. Paul, Minn. 

Copyright by West Publishing Co.) 

& & 

Contract by Carrier to Insure for Benefit of Cargo Owner not 


Maritime: 


(Circuit Court of Appeals, Second Circuit.) A contract 
by a carrier to obtain insurance for the benefit of the cargo 
owner is not maritime, and a suit for its breach is not within 
the admiralty jurisdiction. (Virginia-Carolina Chemical Co. 


v. Chesapeake Lighterage & Towing Co. et al. 279 F. Rep. 
684.) 


Right of Cargo Owner to Sue on Policy to Carrier: 


To entitle a cargo owner to maintain a suit on a marine 
policy issued to the carrier, he must, under the terms of the con- 
tract, have become the insured, when the cargo went on board 
the carrier’s vessel.—Ibid. 


Cargo Owner Held Not Entitled to Recover on Policy to Ship- 
owner: 


A marine policy issued to a shipowner covered any property 
on which the insured had agreed with the shipper to pro- 
vide insurance, and also its legal liability where it had not 
so agreed, but provided that it should not cover “where the as- 
sured, or any carrier or other bailee, has insurance which 
would attach if this policy had not been issued.” Held, that 
a cargo owner could not recover on such policy for loss of 
cargo as “the assured.” where it had other insurance, nor 
through liability of the shipowner where the latter was not 
charged with any fault.—Ibid. 

Shipper has Lien for Failure to Deliver at Place Designated: 

(District Court, W. D. New York.) <A shipper has a 
maritime lien enforceable by action in rem against the ship 
for failure to make “right delivery,” including failure to de- 
liver at an elevator designated in the bill of lading, though 
the cargo was delivered in good order at another elevator. 
(The G. A. Tomlinson, 279 F. Rep. 786.) 


Shipper Held to Have Cause of Action in Rem for Recovery of 
treight Charges Paid Under Protest to Obtain Delivery: 


Where a ship failed to deliver barley at the elevator des- 
ignated, but delivered it at another elevator, and refused to 
deliver to the shipper until the freight was paid, the shipper, 
paying the freight under protest to diminish the damages, had 
a cause of action in rem for the amount paid.—lIbid. 
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| Loss and Damage Decisions 

| Cases Recently Decided by State and Federal Courts 

(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 
8 7.) 


LOSS OF OR INJURY TO GOODS 


Evidence Held to Support Verdict that Man Calling for Goods 
was Express Company’s Agent: 


(Supreme Court of Minnesota.) Evidence tending to show 
that, in responce to a call by telephone received at defendant’s 
office, a@ man came to plaintiff’s store, said “Express,” took 
two packages of valuable skins, and placed them in-a wagon 


THE TRAFFIC WORLD 


75 


lettered “American Express” after writing his initial upon a 
receipt for the skins in a book furnished by the defendant 
to plaintiff, will support a verdict that the man was defendant’s 
agent and had authority to receive the skins as such agent. 
(Light v. American Express Co., 188 N. W. Rep. 219.) 


Discrepancy of Three Days in Date Specified in Complaint and 


That in Notice of Loss to Carrier Held not Fatal to Re- 
covery: 


The purpose of notice of loss of goods delivered to a com- 
mon carrier, for transportation is to afford the carrier an 
opportunity to investigate claims before they become stale. A 
descrepancy of three days in the date of delivery specified 
in the notice and the date specified in the complaint and 


established by the evidence is not fatal to the right of recovery. 
—Ibid. 


It is Not Error to Refuse Special Instructions Containing 
Nothing not Fairly Covered by General Charge: 


If there is nothing of substance in requests for special 
instructions which is not fairly covered by the general charge, 
there is no error in refusing to give the instructions, although 
they may state the law correctly.—Ibid. 


Federal Court’s Construction of Bill of Lading in Interstate 
Shipment followed: 


(Supreme Court of Alabama.) ‘The construction given a 
bill of lading in interstate shipment by the federal courts should 
control and govern state courts. (Tamsett v. Hines, Director 
General, 91 Sou. Rep. 788.) 


Owner’s Risk of Freight Delivered at Nonagency Stations not 
Dependent on Notice of Nature of Station: 


Under bill of lading in interstate shipment, providing that 
property destined to a nonagency station, when delivered on 
siding, shall be at owner’s risk after detached from train, such 
risk is not dependent on his having knowledge or notice of 


the destination; station having no regularly appointed agent.— 
Ibid. 


Instruction Regarding the Question of Agency Held Properly 
Refused Where There was no Evidence on that Issue: 


(Supreme Court of Alabama.) In shipper’s action for dam- 
age to a car of peaches while in transit, an. instruction that 
the person who was overseeing the loading of the car was not 
acting as the agent of the defendant held properly refused, 
where the question of agency was not involved in the issue pre- 
sented. (Payne, Director General v. James, 91 So. Rep. 801.) 


Instruction Which Assumed Matters Upon Which the Evidence 
was Conflicting Held Properly Refused: 


In shipper’s action for damage to car of peaches while in 
transit, an instruction which assumed as a fact the inherent 
defects of the peaches, as well as plaintiff’s negligence, held 
properly refused, where the evidence on these questions was 
conflicting.—Ibid. 


Instruction, as to Market Value, Ignoring Evidence, Held Er- 
roneous: 


In shipper’s action for damage to a car of peaches while 
in transit, an instruction fixing the market value of the peaches 
at a figure as testified to by one witness, and ignoring other 
evidence on such value, was erroneous.—lIbid. 

Question not Raised in Trial Court Cannot be Raised on Appeal: 

Where the question as to whether or not interest should be 
allowed was not raised in the trial court, it cannot be raised 
on appeal.—Ibid. 

BILLS OF LADING 


Doctrine Applied Merely to Prevent Injury to Those Who have 
Been Misled by False Statements: 


(Court of Civil Appeals of Texas, Texarkana.) The doc- 
trine of estoppel in pais is applied only for the purpose of 
preventing an injury to those who in the exercise of ordi- 
nary diligence to ascertain the truth have been misled by 
false statements; the question depending on the particular facts 
of each case. (Houston & T. C. R. Co. v. Paris Milling Co., 
240 S. W. Rep. 638.) 


Consignee who Paid Draft With Bill of Lading Before Arrival 


of Goods Held not Entitled to Recover on Delivery of Less 
Goods than Represented in Bill: 


Where buyer had knowledge of railroad’s custom to sign bill 
of lading prepared in advance by shipper, without verification 
of the correctness of the weight of goods stated therein, and 
was entitled by contract of sale to examine the goods and 
verify the goods before payment of the price, and where the 
bill of lading stated that weight shown therein were “sub- 
ject to correction,” the buyer, having paid draft with bill of 
lading attached before arrival of goods at destination, could not 
recover from railroad the loss sustained on delivery of amount 
less than that stated in the bill of lading.—lIbid. 


CARRIAGE OF LIVE STOCK 


Damages for Shrinkage of Cattle from Delay Cannot be Re- 
covered in Default of Written Notice: 


(Supreme Court of Kansas.) An action for damage for 
shrinkage of cattle caused by the negligent delay in handling 
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Why Frisco Freight 
Gets There Quick 


Powerful engines, excellent roadbed and efficient employes make 
Frisco freight service deserving of your shipments through Friscoland. 


The thoroughness with which the Frisco Lines serve the territory 
within Friscoland, makes it the most desirable road for either local 
or long-distance shipments. 


“Red Ball’ Billing for Fast Freight 


Added to the normal prompt service of the Frisco is the Red Ball 
Freight Service. 


Under this billing, such shipments as perishable goods, livestock, oil 
and many other commodities are given preferential handling. 


From the moment a Red Ball car or train leaves the yards until it 
arrives at destination its movement is carefully watched, wire reports 
being sent from various stations along the way. The progress of 
your shipment can be quickly ascertained thru any representative 


of the Frisco Freight Department. Red Ball service is seen at its 
best on the Frisco. 


“Frisco Freight Gets There Quick” 


A. Hilton, Vice-President, All Traffic 


S. S. Butler George F. Macgregor 
Freight Traffic Manager General Freight Agent 
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by the carrier cannot be maintained in default of written notice 
as specifically made a condition precedent to recover in the 
contract of shipment. (Hylton v. Hines, Director General of 
Railroad, et al, 206 Pac. Rep. 871.) 


Peremptory Charge Concerning Delay at Point of Embarkation 
Properly Refused: 


(Court of Civil Appeal of Texas, Amarillo.) In action 
against carrier for injuries to cattle, court held, under the evi- 
dence, to have properly refused to peremptorily instruct the 
jury not to consider delay at point of embarkation. (Pan- 
a & S. F. Ry. Co. et al. v. McCrummen, 240 S. W. Rep. 

-) 


bat a <4 Shipper was Negligent in Loading Cattle Held for 
ury: 

In action against carrier for injuries to cattle, due to de- 
lay and other causes, whether shipper was negligent in loading 
the cattle the night before shipment held for the jury.—Ibid. 
Failure to Instruct Held not Prejudicial: 

In action against carrier for injuries to cattle through un- 
reasonable delay and other cause, any error of the court in 
refusing to instruct the jury not to consider delay at point 
of shipment held not to have prejudiced the defendant, where 
there was no objection that verdict was excessive, and only 
effect of instruction would be to reduce damages.—lIbid. 
Connecting Carriers Agents for One Another: 

If freight is transported after having been received by one 
connecting carrier on a contract recognized and acted on, the 
agency of the carriers for each other is established under 
Rev. St. 1911, arts. 731, 732, as amended by Acts 36th Leg. 
(1919) c. (Vernon’s Ann. Civ. St. Supp. 1922, arts. 731, 732.) 
—Ibid. 


Only One Bill of Lading by Initial Carrier Authorized for En- 
tire Carriage: 

Under Rev. St. 1911, arts. 731, 732, as amended by Acts 
36th Leg. (1919) c. 165 (Vernon’s Ann. Civ. St. Supp. 1922, arts. 731. 
732), an initial carrier is authorized to issue a through bill 
of lading binding on it and the connecting carriers, and this 
is the only bill or receipt authorized for the entire shipment, 
and one issued by a connecting carrier is of no binding force 
or effect unless on a new or independent consideration moving 
to the shipper.—Ibid. 


Stipulation Limiting Liability of Connecting Carrier’s Own 

Line Held Void: 

Under Rev. St. 1911, arts. 731, 732, as amended by 36th Acts 
Leg. (1919) c. 165 (Vernon’s Ann. Civ. St. Supp. 1922, arts. 731, 
732), a bill of lading subsequent to that issued by the initial 
carrier must be supported by a valuable consideration, and 
unless the consideration is proven, a stipulation limiting to its 
line of road the damages sustained by the negligence of the 
carrier guilty thereof is void.—lIbid. 


Shipper has Joint Cause of Action Against All Connecting Car- 
riers: 

Under Rev. St. 1911, arts. 731, 732, as amended by Acts 
36th Leg. (1919) c. 165 (Vernon’s Ann. Civ. St. Supp. 1922, arts. 
731, 732), a shipper over connecting roads has a joint cause of 
action against all of the carriers or any one for the entire 
damages sustained through negligence under transportation 
covered by the initial contract.—Ibid. 


Evidence Held to Show Negligent Delay: 


(Kansas City Court of Appeals, Missouri.) 
to show negligent delay in shipment of stock. 
O. & K. C. R. Co., 240 S. W. Rep. 475.) 


TELEGRAPH AND TELEPHONE 


Defects in Service of Summons Waived by Pleading to Merits: 


(Court of Civils Appeals of Texas. El Paso.) Where de- 
fendant filed an answer to the merits prior to filing a plea in 
abatement for a defect in service of summons, the plea was 
properly overruled. (Western Union Telegraph Co. v. Mc- 
Cormick, 240 S. W. Rep. 697.) 


Delivery to Person in Whose Care Message was Insufficient: 


Where a message announcing the fatal illness of the 
sendee’s mother was sent to him in care of a third person 
simply to facilitate delivery to ihe sendee in person as the con- 
tract required, delivery to person in whose care the message 
was sent was insufficient.—lIbid. 


Question of Delivery of Message Held for Jury: 

In an action by the addressee for delay in delivering a 
message announcing the fatal illness of his mother, held, that 
the question whether delivery was made as required by a 
special contract to deliver the message to him in person was 
for the jury.—Ibid. 


Exclusion of Evidence of Remark of Telegraph Employee Con- 
cerning Telegram Held Proper: 


In an action by the addressee for delay in delivering a 
telegram announcing the fatal illness of his mother, testi- 


Evidence held 
(Miller v. Quincy, 


mony by the telegraph operator at a receiving station that he 
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did not send a reply to a service message was admissible for 
the defendant, but it was proper to exclude evidence of his re- 
marks concerning the delivery of the telegram.—Ibid. 


Damages for Mental Anguish Not too Remote: 


Damages for mental anguish caused by failure to deliver a 
telegram informing plaintiff of his mother’s serious illness are 
not too remote and speculative to be recovered.—lIbid. 


Instruction That in Order for Plaintiff to Recover the Jury Must 
Find, etc., in Case Submitted on Special Issues, Not Pre. 
judicial Error: 


In action by an addressee of a telegram for mental anguish 
caused by failure to deliver a message in which the case was 
submitted to the jury on special issues, an instruction, “but 
that in order for plaintiff to recover” the jury must find, etc., 
where the facts necessary to be found had application to an 
issue as to the amount of plaintiff’s damage, though the 
words introducing it were not applicable, was not prejudicial 
error.—Ibid. 


Special Issue Omitting to Require Negligence on Part of De. 
fendant Telegraph Company Not Erroneous, Where Such 
Negligence Was Required by Other Issues: 


In an action by an addressee of a telegram for mental 
anguish caused by failure to deliver a telegram, failure of a 
special issue submitted to the jury to charge that plaintiff 
must show negligence by defendant to recover did not render it 
objectional in view of other issues so charging.—lIbid. 


Special Issue Held Not Objectional as Submitting Case to Jury 
On Both Special Issues and General Issue: 


In an action by the addressee of a telegram, concerning 
illness of plaintiff’s mother, against a telegraph company for 
mental anguish caused by failure to deliver it, a special is- 
sue as to whether plaintiff’s mother was rational and able to 
recognize him and converse with him after he reached his 
home was not objectionable as being a submission of the case 
upon both special issues and the general issue.—Ibid. 


Special Issue Held Not Objectional as Intimating that Plaintiff 
Suffered Mental Anguish: 


In an action by the addressee of a telegram concerning 
his mother’s illness against a telegraph company for mental 
anguish caused by failure to deliver the telegram, a special 
issue as tc whether the failure to deliver it was the proximate 
cause of plaintiff’s mental anguish, if there was anguish, was 
not objectionable as intimating that plaintiff suffered mental 
anguish.—Ibid. 


Charge as to Burden of Proof Held Not Prejudicial Error: 

Where a case was submitted to the jury on special issues, a 
charge that plaintiff must establish his right to recover by 
preponderance of evidence, while erroneous as failing to ad- 
vise the jury where the burden of proof rested on the various 
issues, in the absence of objection thereto, and presentation 
of proper charge, was not reversible error.—Ibid. 
$1,950 for Mental Anguish Held Excessive: 

Where a telegraph company failed to deliver a telegram 
in time to enable plaintiff to see his mother while she was 
still rational during her last illness. a verdict of $1,950 for 
mental anguish was excessive by $950.—Ibid. 


Damage for Mental Anguish Depends on Knowledge: 


(Court of Appeals of Kentucky.) The recovery of damage 
for mental anguish caused by failure to deliver a telegram 
will not be allowed unless such damages were reasonably 
within the contemplation of the parties when the contract for 
the transmission of the telegram was made, which requires 
proof that the company had, either from the character of the 
telegram itself or from extrinsic information, knowledge that 
the mental anguish suffered by plaintiff was such as the com- 
pany ought reasonably to have anticipated would result from 
nondelivery. (Haffey v. Western Union Telegraph Co., 240 S. 
W. Rep. 374.) 


Death Message Held Not to Show Mental Anguish Would Result 
from Nondelivery: 


A telegram stating that sister had died signed by a daugh- 
ter of plaintiff, and addressed to plaintiff’s brother, was not 
sufficient to appraise the telegraph company that the nonde- 
livery of the message would result in mental anguish to the 
plaintiff because of the failure to her brother to be present at 
the burial of plaintiff’s daughter.—Ibid. 

Information to Operator Held Not to Show Mental Anguish 

Would Result: 

Where plaintiff's daughter, in telephoning a death message 
to a telegraph company for transmission, stated that the mes: 
sage was addressed to her uncle, and that it was important 
that he. or they, meaning the uncle and his brother, all be 
there, that statement was insufficient to apprise the telegraph 
company that plaintiff would suffer mental anguish if the tele 
gram was not delivered and the addressee and his brothers 
were not at the burial.—lIbid. 
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Refusal to Permit Recall of Plaintiff to Testify More Particu- 
larly as to Point Covered Held Not Abuse of Discretion: 


It is not an abuse of discretion for the trial court, after an- 
nouncing it would grant a peremptory instruction for defendant 
in an action to recover damages for mental anguish for nonde- 
livery of a telegram, to refuse to permit the recall of plaintiff 
for further testimony regarding her mental anguish, concerning 
which she had previously testified at the same and a former 
trial, and where there was no good reason shown why she should 
be recalled.—Ibid. 














Personal Notes 
® oa 

Ralph H. Kimball, attorney for the Commission in its Bureau 
of Valuation, has resigned to enter the employ of the Western 
Union Telegraph Company. Mr. Kimball was confidential clerk 
to Commissioner Meyer from 1911 to 1917, since which date he 
has been an examiner and attorney for the Commission in its 
valuation work. Mr. Kimball will assist Mr. Taggart, vice-presi- 
dent and general counsel of the Western Union, primarily in 
valuation matters. 

N. F. Carter has been made district freight representative 
of the Pennsylvania System at Charlotte, N. C. 

Frank E. Scott, who has been in the steamship agency busi- 
ness in Chicago for a number of years, has been appointed gen- 
eral western representative, with headquarters at Chicago, of 
the following steamship lines: United States Lines, Baltimore 
Steamship Company, W. A. Blake & Company, Black Diamond 
Steamship Company and the Export Transportation Company. 
These companies operate Shipping Board vessels from north 
Atlantic ports to United Kingdom and continental European 
ports. Mr. Scott succeeds the late George W. Smith. 

R. G. Hyatt, former traffic manager for the Waco Chamber 
of Commerce, has been appointed manager of the Texas Freight 
Traffic Association. Before becoming traffic manager for the 
Waco organization, Mr. Hyatt had fifteen years of traffic experi- 
ence with the Pennsylvania, Santa Fe and Cotton Belt railroads. 

The Board of Harbor Commissioners, Harbor Department, 
City of Los Angeles, has appointed Captain S. S. Sandberg traffic 
manager, to take the place of Captain I. A. Pederson, recently 
resigned. Captain Sandberg has beén, successively, manager of 
the California Atlantic S. S. Company and the Luckenbach 
Steamship Company. While with the latter organization he had 
complete supervision over all its terminals and floating property. 

The Wabash Railway Company announces the following ap- 
pointments: V. W. Baker, traveling passenger agent, Kansas 
City, Mo.; H. L. Pigott, division passenger agent, Fort Wayne, 
Ind. 

L. D. Knowles has been appointed traffic manager of the 
Union Refrigerator Company of Milwaukee, Wis. 

The New York Despatch and the National Despatch Refrig- 
erator Lines of the Chicago, New York & Boston Refrigerator 
Company are now being handled by H. E. Eyman, recently ap- 
pointed their agent at Des Moines, Ia. 

W. W. Napier has entered the service of the Tennessee Cen- 
tral Railway Company. He is to handle the solicitation of east- 
ern freight traffic to Nashville. 

W. L. Richeson & Co., freight brokers and forwarders, an- 
nounce that, effective July 1, J. D. Morhan will act as soliciting 
freight agent at New Orleans and I. M. Fox at Galveston. 

L. C. Ream has been appointed auditor for the Spokane & 
Eastern Railway and Power Company and the Inland Empire 
Railroad Company, to replace Elmo Edwards, resigned. Mr. 
Ream’s jurisdiction will extend over accounting, freight claims, 
car service and right-of-way matters. The position of assistant 
auditor is abolished. F. Weidmer is appointed claim agent, with 
office at Spokane, with jurisdiction over all claims other than 
freight claims. 

W. Ray Wilson, commercial agent for the Gulf Coast Lines, 
has opened offices for his company at Pittsburgh. 

F. H. Manter, assistant freight traffic manager of the Santa 
Fe, died at his home in Chicago the night of July 5. 

The Richmond, Fredericksburg & Potomac Railroad Com- 
pany announces the appointment of Stuart C. Leake, general 
agent; William E. Phaup, commercial agent; and Edward W. 
Weeks, commercial agent, at Richmond, Va. 


DOINGS OF THE TRAFFIC CLUBS 


. The New Jersey Industrial Traffic League will hold an out- 
ing Saturday, July 15. 





A successful “booster” trip, during which a new and friendly 
contact with shippers was established, is part of the summer’s 
record of the Traveling Traffic Agents’ Association of Milwaukee. 
Forty-four traveling freight and passenger agents made the trip. 
Towns visited were Sheboygan, Manitowoc, Green Bay, Appleton, 
Menasha, Oshkosh and Neenah, all in Wisconsin. At a conven- 
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tion held at Menasha, Wis., George W. Callen was elected presi- 
dent and E. S. Ramage, secretary-treasurer, of the association. 





The annual picnic of the Transportation Club of Peoria will 
be held Thursday, July 20, at the Automobile Club on the Illinois 
River. Music and dinner are provided for. The trip to the club 
will be made by chartered steamer. 





The third annual outing of the Rochester Chamber of Com- 
merce was held June 29 at Manitou Beach, Lake Ontario. There 
were about 225 representatives of shippers and railroads, with 
a number of out-of-town railroad officials, general agents, and 
traffic freight agents. The afternoon was spent in athletic 
games, stunts and various contests. A ball game between the 
shippers and railroads was won by the former, 9 to 6. The 
affair wound up with a chicken dinner served at the Hotel Man- 


itou, when about sixty prizes were presented to the winners of 
various events. 





The Traffic Club of Utica will hold its second annual outing 
July 20 at Trout Brook Inn. The trip to the inn will be made 
by automobile. A chicken and frog-leg dinner will be served 
after a ball game and other sports. 





The following are the 27 member clubs, to date, of the 
Associated Traffic Clubs of America: Traffic Club of New 
York, Traffic Managers’ Club of the Brooklyn Chamber of Com- 
merce, Milwaukee Traffic Club, Houston Traffic Club, Elmira 
Traffic Club, Transportation Club of Tulsa, Traffic Club of Kan- 
sas City, Traffic Club of Wichita, Traffic Club of Philadelphia, 
Traffic Club of Baltimore, Traffic Club of Erie, Traffic Club of 
Atlanta, Traffic Club of New England, Traffic Club of St. Louis, 
Traffic Club of the Cincinnati Chamber of Commerce, Traffic 
Club of Indianapolis, San Antonio Traffic Club, York Traffic 
Club, Traffic Club of Utica, Traffic Club of Jersey City, Traffic 
Club of Newark, Traffic Club of Denver, Miami Valley Traffic 
Club, Transportation Club of Decatur, Transportation Club of 
Detroit, Traffic Club of Chicago, Traffic Club of Cleveland. 


BOOK BY T. J. NORTON 


T. J. Norton, assistant general solicitor of the A. T. & 
S. F. Railway Company, is the author of a new book, entitled 
“The Constitution of the United States: Its Sources and Its 
Application.” (Little, Brown & Company, of Buston.) 

Following the remark of a great jurist, that a clear under- 
standing of the Constitution cannot be had without a knowledge 
of the historic facts lying back of its sententious clauses, Mr. 
Norton prepared the matter with two thoughts in mind: 
(a) To show what evil was in the minds of the framers when 
they wrote a clause, and (b) to illustrate by a simple state 
ment of some of the great cases the application of that clause 
in the course of national life. 

To avoid a defect common to the best of the works on the 
Constitution—namely, the discussion of constitutional questions 
apart from the text (which is usually hidden in the back of 
the book)—he has carried the Constitution and amendments 
in unbroken connection and put all explanatory matter under 
the clauses to be explained. Cross references are constantly 
made so that wherever a subject comes up again the reader 
is told where it appeared before and where it will appear here- 
after. 

The pride of the American is appealed to by (a) frequent 
reference to the constitutions of other nations which were pat- 
terned after this, and (b) by quotations from great lawyers of 
other countries in praise of the American system. 

A. table of cases is given in such form as to do away with 
the necessity for citations at the bottom of the page. 

There is an exhaustive index which will enable the reader 
or the student to find all in the book on any particular point. 

There is a historical chart making clear the manner in 
which the American people governed themselves in the transi- 
tion period from the time that trouble with the mother country 
began until the Constitution went into effect. 

There is a diagram or outline of the Constitution of his 
own invention which gives almost at a glance a complete in- 
sight into the mechanism of the greatest constitutional system 
in the world. 

The volume is small, containing not quite 300 pages, and 
it is written in a very simple way, with avoidance of opinion 
or propaganda. It is left to the reader or the student to draw 
his own conclusion after finding what the reasons were which 
actuated the fathers in writing the clauses and then learning 
what has been done with each in practice. 


WABASH EQUIPMENT CERTIFICATES 
The Wabash Railway Company has applied to the Commission 
for authority to issue $4,245,000 of the 5 per cent equipment trust 
certificates in connection with the purchase of 1.590 box cars 
and 2,800 coal cars. The certificates are to be issued to Kuhn, 
Loeb & Co. of New York City, at 95% per cent of par and 
accrued dividends. 








RIVER CROSSING ALLOWANCES 


The Trafic World Washington Bureau 


Allowance of mileage to railroads for the Mississippi River 
crossings is troubling the Commission. It has, therefore, re- 
opened No. 12478, its investigation into that question, and No. 
12009, Natchez Chamber of Commerce vs. Natchez & Southern, 
et al., in which the question is of great importance, for further 
hearing at such time and place as it may hereafter indicate. In 
connection with the re-opening it has put out a long memoran- 
dum, indicating what kind of record should be made, because it 
believes the existing record to be inadequate. The memoran- 
dum indicates that, in the opinion of the Commission, the bur- 


den of making up an adequate record rests on the carriers. 
Therefore it said: 


Exhibits should be introduced by the carriers to cover the ferry 
operations for the year 1921 and, even though the ferry is operated by 
a separate corporation, they should include complete information with 
respect to the following: 


1. The amount of the investment in property devoted to the ferry 
sends a 


. The amount of taxes applicable to the property devoted to 
— service. 


The cost of operating the ferry service. 

4. The volume and nature of traffic handled over the ferry. 

The purpose of the foregoing is to permit, among other things, 
determination of the cost per ton and the cost per car of performing 
the service, where this is practicable, in order that sufficient informa- 
tion may be available to form a basis for determining what allow- 
ance would constitute a reasonable return for the service and invest- 
ment involved. 


The memorandum not only indicated what the carriers 
should put into the record, but what items should be included 
under each of the four heads of investment, taxes, cost of oper- 
ating ferry service and the volume and nature of the traffic 
handled. It further said the exhibits should be submitted by 
witnesses competent to testify and bring out details on cross 
examination. 


CLAIMS FOR OVERCHARGE 


The Trafic World Washington Bureau 


A cry for mercy, with regard to overcharge claims, filed 
in accordance with amended section 206(c) of the transporta- 
tion act, signed by the President, February 24, 1922, was uttered 
by the Commission July 3 because shippers who had filed such 
claims but had not received acknowledgments thereof had sent 
in such a volume of inquiries about the claims that the situa- 
tion might. be described as almost intolerable. The cry was not 
as coherent as it might have been, nor sufficiently informative 
to bring all possible relief from the pressure. 


The Commission has decided to acknowledge the receipt of 
each claim without waiting to determine whether it is a claim 
for an overcharge, a complaint against the reasonableness of 
the charge, or a claim arising out of misrouting. It is going to 
send out a letter to each claimant to the effect that it has re- 
ceived his papers and that in due course of the routine he will 
hear from it. It is going to adopt that procedure rather than 
wait until it can say “we have received your claim for over- 
charge” or “we have received what you considered a claim for 
overcharge but find it is really a complaint alleging an unrea- 
sonable rate, which is barred by the statute of limitations be- 
cause not filed within the time fixed by law.” In other words, 
it is going to do the reasonable thing—let the claimant know it 
has received something from him so if the papers really con- 
stitute a claim for overcharges the claimant will know they 
have reached their destination. If the papers constitute some- 
thing that is barred by the law, the acknowledgment of re- 
ceipt will not bind the Commission to consider the’ papers as a 
claim for overcharge. In its announcement, under the caption 
“Overcharge Claims Accruing During Federal Control,” the Com- 
mission said: ; 





: ' 

b 
The amendment to paragraph (c) of section 206 of the transpor- 
tation act, 1920, approved February 24, 1922, provides that complaints 
covering overcharres above the legrl tariff chexrze may be field with 
the Commission within two years and six months after the termina- 
tion of federal control. Since that amendment the Commission has 
received approximately 100,000 claims and is continuing to receive 
them at the rate of about 500 per day. ‘These claims are being exam- 
ined by the Commission, recorded and returned to claimants for han- 
dling with the appropriate carrier as rapidly as the work of the Com- 
mission permits. In view of the large number of claims received, 
claimants should appreciate that it is not possible to dispose of these 
claims with the same degree of promptness as attends the regular 
work of this Commission. 


Had the Commission announced its determination to ac- 
knowledge receipt, without waiting to determine the character 
of claim that had been made, it is believed, the volume of cor- 
respondence wherein claimants ask for information as to whether 
their papers had been received, would be immediately reduced. 
However, only by inquiry was it discovered it had decided to 

‘advise the claimants that their papers had been received with- 


out waiting to tell them they constituted or did not constitute 
claims for overcharges. 


One of the facts brought out in connection with the matter 
is that the Railroad Administration and the railroads are refus- 
ing even to look at overcharge claims revived by the legislation 
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of last February unless or until the papers show they have 
been filed by the claimant with the Commission. They are re- 
fusing to act on anything short of official information, although, 
according to declarations of shippers, a checking of the claims 
pending the receipt of official information that they had been 
filed with the Commission, would expedite the return of money 
to the shippers. Apparently both railroads and the Railroad 
Administration are acting on the assumption that there is no 
particular reason why, in view of the requirements of the law 
that claims be filed with the Commission, they should take any 
steps before they know that that technical requirement had 
been observed. 

Shippers who registered their papers and insisted on the 
Post Office Department bringing them receipts know whether 
the papers have or have not been received. Those who did not 
take that precaution cannot know that they were actually re- 
ceived until they receive acknowledgment from the Commis- 
sion. Inasmuch as the time for filing such claims will expire 
August 31, failure of the Commission to send acknowledgments, 
after the lapse of three of four weeks, has tended to create 
nervousness among the claimants, and nervousness, thus far, 
has meant nothing more than putting the clerical staff which 
has been working overtime on the claims, still farther behind 
in its work because, when a claimant wrote the second or third 
time asking to be informed whether his papers had been re- 
ceived, the papers were dug out and an acknowledgement given 
that. such and such an undercharge claim had been received. 
Hereafter the rule is to be that that staff shall tell the claim- 
ant his papers have been received but not examined to deter- 
mine whether they comply with the law. That part will be de- 
termined later. Deferring definite answer, based on an exami- 
nation will not hurt any one, it is believed. If the papers con- 
stitute a real claim for overcharge they can be disposed of un- 
der the law. If not, then the shipper has not lost anything be- 
cause the statute requiring other kinds of claims to be filed 
within given periods of time have all expired. 


WHAT IS WATER-BORNE TRAFFIC? 


The Trafic World Washington Bureau 


Novel propositions as to what may be embraced within the 
term “water-borne traffic” have been laid before the Commission 
by George T. Bell by means of intervention petitions in behalf 
of the Dolbeer-Carson Lumber Company, Holmes-Eureka Lumber 
Company, Little River Redwood Company and the Madera Sugar 
Pine Company, all carrying on lumbering operations in the 
Humboldt Bay section of California. They have asked the Com- 
mission for permission to intervene in No. 13786, Hammond 
Lumber Co. vs. Atchison, Topeka & Santa Fe et al., a formal 
complaint, in which the Hammond company asks the Commis- 
sion to require the carriers serving the Huboldt Bay country to 
accord, on their traffic, proportional rates, such as they give to 
their competitors operating at San Francisco Bay points, for 
application to lumber brought into the bay points by water. 
The Humboldt Bay complainants and those who would like to 
be interveners in that case insist that, if the railroads publish 
proportionals for application to water-borne traffic from San 
Francisco Bay points, they should do the same for similar traffic 
from the Humboldt Bay points. 


The interveners bring logs to their mills by schooners, rafts 
and flume. The big question will be as to whether logs carried 
by water through a fume 54 miles long come or should come 
within the designation of water-borne stuff. Bell is prepared 
to argue that traffic that comes through a flume is just as cer- 
tainly water-borne as stuff brought in by a steamer, the dif- 
ference in channel and the absence of a vessel to hold the logs 
not being such a difference in transportation conditions as to 
deprive such traffic of the description qualifying it to move be- 
yond on proportional rates. Some question as to the applica- 
bility of the rates to logs brought in as parts of rafts may also 
be raised, but Bell is prepared to argue that point, also, espe- 
cially when the. proportional rates are based on the assumption 
that something lower than the locals must be accorded because 
the traffic has borne a transportation charge before reaching 


the rails of the carrier publishing the proportional rates, and. 


that, therefore, the carrier, for commercial reasons,’ must adjust 
his charges so the traffic coming from the more distant point 


may compete: with traffic that originates at or very near the 


points from which the proportional rates apply. 


While the rates in question have been called proportionals, 
they do not come within the terms of Conference Ruling No. 
304 b), because the carriers by water bringing the lumber and 
other forest products to the San Francisco and Humboldt Bay 
points are not subject to the jurisdiction of the Commission. 
But, by changing their names to transshipment rates, it is be 
lieved that the railroads can avoid that technical difficulty—that 
is, they can avoid the use of the word of description that causes 
them technically to run counter to the Commission’s description 
of a proportional rate. There are hundreds of rates for carry- 
ing traffic to or from designated points that has been brought 
to such points or to be taken therefrom by carriers not subject 
to the Commission’s jurisdiction, about the legality of which 
no questions have been raised. 
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Traffic Lesson No. 14 


Agency Tariffs—Fourteenth in the Course Written for the Traffic World by Grover G. Huebner, 
Ph. D., Professor of Transportation and Commerce, University of Pennsylvania* 


The agency tariff is a device for the simplification of rate 
publication. Through traffic from one part of the country to 
another may usually be carried over any one of a large number 
of routes, and there are many points between which the rates 
are the same, regardless of the route taken by the traffic. If 
each route were to have a separately published tariff there would 
be a large duplication of work in the naming of points of origin 
and destination, as well as in the naming of rates. The carriers 
have found out that a great saving of printing can be effected 
and the means of ascertaining a rate greatly simplified, by hav- 
ing their rates published in a common tariff, by a duly author- 
ized agent. Officials of the railroads’ traffic associations fre- 
quently act as their agents for publishing tariffs. For example, 
the publication of rates between the eastern part of the United 
States and the Pacific coast region (the transcontinental rates) 
is greatly simplified by having the rates published and filed 
by agents for the various carriers interested in the traffic. The 
three great freight classifications are also good examples of 
agency publications. If each carrier employing any one of the 
classifications were compelled to publish and file the classifica- 
tion for itself, a large amount of needless labor and expense 
would result. The Interstate Commerce Commission has rec- 
ognized the advantages inherent in the publication of tariffs 
through agents, and has formulated rules concerning the issue 
of such tariffs, the rules being designed to make the action of the 
agent binding upen the carriers for which the rates are issued. 


Agent’s Power of Attorney 


An agent derives authority to file tariffs through a power of 
attorney of a form designated in Tariff Circular 18-A as F x 1: 


(Name of carrier in full.) 
Form F x 1—No. ? 

Know all men by these presents: That the (name of carrier) has 
made, constituted and appointed, and by these presents does make, 
constitute and appoint (name of person appointed, its true and lawful 
attorney and agent for the said company and in its name, place and 
stead, (1) for it alone, and (2) for it jointly with other carriers, to 
file tariffs, classifications, and exceptions sheets and supplements 
thereto, as required of common carriers by the act to regulate com- 
merce and by regulations established by the Interstate Commerce 
Commission thereunder, for the period of time, the traffic and the 
territory NOW RETO NAMIE: ..:000sccccrecsvces 

And the said (name of carrier) does hereby give and grant unto 
its said ettorney end erent fl! power and euthority to do and 
perform all and every act and thing above spécified as fully to all 
intents and purposes as it the same were done and performed by the 
said comp: ny, hereby ratifyirge end confirming ell thet its said agent 
and attorney may lawfully do by virtue hereof, and assuming full 
respcnsibility for the «acts and neglects of its said attorney and 
agent hereunder, 

In witness whereof the said company has caused these presents 
to be signed in its name by its ........ president, and to be dulv 
attested under its coiporate seal by its secretary, at 
Te State OF ...0ccse0 >. ee, day of 
our Lord nineteen hundred and ........ 


Ae zn 


eeeeeeee 


Attest: 


Secretary. 
[Corporate seal.] 


It will be noticed that the power of attorney must be signed 
by one of the executive heads of the corporation; concurrences 


' may be signed by one of the officials of the traffic department. 


_ to make rates for a carrier. 


It should be observed that the agent receives no authority 


Theoretically the making of rates 
must be done by each railroad individually, and the agent re- 


_ ceives authority merely to file and: publigh the rates after they 


have been decided on by the carrier. The agent possesses no 
authority to make any rate: agreements with other carriers; 


| when acting for several carriers he acts for each individually. 


The agent may act for the carrier “alone” or “for’it jointly 


_ With other carriers,” according to the manner in which the power 


| of attorney is executed. When acting for his principal “jointly 


_ With other carriers” the agent has authority to secure from 


' connecting lines, in the name of the line issuing the power of 


attorney, concurrences in the through rates which he publishes 


' and files, 


Carriers’ Concurrences 


_ The concurrences which the Interstate Commerce Commis- 
Sion requires to be given to tariffs filed by an agent acting for 
two or more carriers are, with one exception, different in form 
from the concurrences which run from one carrier to another. 
‘he one exception is form F x 2, which, being the form used in 
Signifying concurrence in an individual tariff, may be used in 


es 
. .*This particular article was prepared by Roland L. Kremer, M. A., 
Mstructor in transportation and commerce, University of Pennsylvania. 


connection either with tariffs filed by a carrier or by an agent. 
The other forms of concurrence in agency tariffs, as regards their 
application, are similar to those running to carriers. That is, 
one form (F x 6) signifies concurrence in rates applying via the 
lines and to but not from points on the lines of the carrier 
executing the concurrence; another form (F x 7) has to do with 
rates applying via the lines and both to and from points on the 
lines of the concurring carrier; while a third form (F x 8) may 
be modified to confer specific authority with regard to rates on a 
particular kind of traffic, between certain points, or from, or to 
certain points. As regards the degree of authority conferred, 
form F x 6 corresponds with form F x 3; F x 7 with F x 5; and 
F x 4 with F x 8. 


Any one of the three special concurrence forms used in 
connection with agency tariffs certifies “that the (name of car- 
rier) assents to and concurs in the publication and filing of any 
freight schedule or supplement thereto which the (here give 
list of all roads for which the agent has powers of attorney), or 
either or any of them may make and file through their agent 
and attorney (name of agent), and in which it is shown as a 
participating carrier, and hereby makes itself a party to and 
bound thereby in so far as such schedule contains rates apply- 


ing ,’ the application depending on the form of concur- 
rence executed. 


The Commission requires a carrier executing concurrence 
form F x 6, F x 7, or F x 8, to file the original with the Com- 
mission, and to furnish a duplicate to each of the carriers named 
in the concurrence, “or, if each of those carriers has given said 
agent power of attorney to receive for it concurrences, original 
will be filed with the Commission and one duplicate may be 
filed with such agent instead of furnishing duplicates to each 
and every carrier represented by him.” Were it not for this 
provision the number of concurrences to be filed to tariffs 
naming a large number of issuing and participating lines would 
be very large. For instance, if the agent held power of attorney 
from ten lines, and desired to file a tariff showing joint rates 
with thirty other lines, it would be necessary for each of the 
thirty participating lines to make out a concurrence for each 
of the ten issuing lines, or a total of 300 concurrences. This 
number is reduced to thirty if each of the ten lines executing 


powers of attorney authorizes the common agent to accept con- 
currences in its name. 


It should be noted that a power of attorney carries with it 
authority to cancel any tariff issues of the carriers bound there- 
under, while a concurrence, running to either carrier or agent, 
does not carry authority to cancel tariffs of the concurring line. 
Cancellations in such cases must be made by the carrier that 
issued the tariff to be canceled. 





Revocation of Powers of Attorney 


On thirty days’ notice to the Commission, a carrier that has 
endowed an agent with power of attorney may revoke such 
authority or, at any time, may transfer such authority to another 
agent by filing notice of transfer with the Commission and, at 
the same time, canceling power of attorney to the former agent 
and filing the authority for the new agent. In such cases of 
transference, concurrences may be transferred by filing a pre- 
scribed form of notice with the Commission, provided the same 
railroads will be served by the new agent as were served by 
the former qne; if there is any change in the list of lines to 
be served, however, concurrences mgt be canceled and new 
ones issued naming the new agent. ~ 


Joint Agency Tariffs 


Not only may an authorized agent publish and file tariffs 
for the lines of a particular territory, but he may join with one 
or more agents of other territories in publishing rates on traffic 
moving from one territory to another. Such publications are 
known as joint agency tariffs and must bear I. C. C. numbers 
under the serial designation of each agent. The tariff must be 
filed by each participating agent on behalf of the roads for 
which he is attorney and those carriers which have issued con- 
currences in favor of such roads, just as if it were his individual 
publication for those carriers alone. Under this method it is 
unnecessary for all the various roads represented to make a 
cross-exchange of cconcurrences for individual tariffs (except 
when concurrence form F x 2 has been issued), inasmuch as 
each agent has authority to act for his own principals, and the 
tariff, so to speak, retains the character of a publication of each. 
individual agent. The Consolidated Freight Classification is one 
of the best examples of a joint agency publication. Some of 
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the Transcontinental Freight Bureau tariffs are also joint agency 
publications. 


Fast Freight Line Billing Books 


One important type of agency publication which is used fre- 
quently in ascertaining through rates is the fast freight line 
billing or instruction book. In publishing through rates from 
one large territory to another it is impracticable to name in the 
various tariffs the rates between all points of origin and des- 
tination in the territories. The common practice is to issue a 
tariff showing rates applicable to important base points and 
show in a billing book the names of stations taking the same 
rates as the base points. This method of applying rates makes 
unnecessary a large amount of duplication of names and rates 
and keeps down the size of the tariffs. Whenever a billing book 
is to be used in connection with a tariff, specific provision for 
its use must be made in the tariff, and reference made to the 
I. C. C. number of the billing book. 

A billing book, though not really a tariff, becomes one, in 
effect, when made a part of a regular tariff. The method of 
publication of billing books is therefore regulated by the Com- 
mission. Carriers wishing to issue such a book arrange for one 
of their number to execute a power of attorney (F x 1), appoint- 
ing an agent with authority to publish and file the book. The 
other carriers execute concurrences, running to the carrier issu- 
ing the book, the form of concurrence depending upon the de- 
gree of authority it is desired to grant. Initial carriers give 
concurrence usually by form F x 2 or F x 5, while intermediate 
and delivering carriers use form F x 3 or F x 4. 


Numbering of Agency Tariffs 


While agency tariffs have I. C. C. numbers, the same as 
other freight rate tariffs, they also usually bear numbers given 
them by the issuing agent. In case the agent has power of 
attorney from several lines, it is required that his publications 
bear such number. The tariffs are issued as “series’—that is, 
all issues of the same tariff will bear the same number, each 
succeeding issue being differentiated from the former issues by 
a letter. Thus, if the first issue of a series is No. 50, the second 
issue is No. 50-A, the third No. 50-B, and so on. By means of 
this system of numbering, each agency tariff retains, as it were, 
a permanent identity, and, inasmuch as a single series has to 
do with the traffic of a particular territory, it is possible to 
acquire fairly definite and permanent information concerning the 
application of each agency tariff. 


Leading Agency Tariffs 
For the most part, the leading agency tariffs of the United 
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States are published by officials of the important traffic associa- 
tions. Among the leading agents authorized to publish and file 
rates on traffic of the territory indicated by the name of the 
association which they represent, are the following: 


W. S. Curlett, of the Trunk Line Bureau; F. W. Gomph, of the 
Pacific Freight ‘ariff bureau; B. T. Jones (formerly W. J. Kelly), 
of the Cential Freight Tariff Bureau; W. P. Emerson, of the New 
Orleans treight Tariff Bureau; R. H. Countiss, of the Transconti- 
nental Freight Bureau; J. J. Cottrell, of the Richmond Freight Tariff 
Bureau; J. H. Glenn, of the Atlanta Freight Tariff Bureau; A. P. 
Gilbert, representing various lines in Virginia; E. B. Boyd, of the 
Western Trunk Line Committee; N. W. Hawkes, of the New England 
Freight Association Tariff Bureau; F. A. Leland, of the Southwestern 


Freight Bureau; and F. L. Speiden, of the Louisville Freight Tariff 
Bureau. 


Agency tariffs are usually more difficult to read than local 
tariffs and joint tariffs issued by carriers, because, applying 
usually to a large number of lines and to a large territory, and 
usually containing rates on classes and a large number of com- 
modities, they are complex in their construction. Frequently 
there are three to six sections in a single tariff with the stipula- 
tion that if the rates in one section are lower than the rates 
in another the lower rates shall apply. In such tariffs it is 
often necessary to read the rates in three or more sections be- 
fore being able to ascertain the rate to be usd. However, there 
are the same guide posts which are provided in other forms 
of tariffs. The alphabetical table of contents, the index of com- 
modities, the index of stations and the specific instructions fur- 
nish directions, which, if followed with patience and care, will 
show the way in which even the most complicated tariff may be 
understood and mastered. 


To Find Locations 

In a recent lesson the use of “Bullinger’s Postal and Ship- 
pers’ Guide” and “The Official Guide” was recommended in order 
to ascertain the railroad location of any point to which ship- 
ments were to be made. In addition to these publications, there 
should have been mentioned the “Official List of Open and Pre- 
pay Stations.” As indicated on the cover of this publication, it 
is “a complete list of freight stations on lines named in United 
States, Canada and Mexico, showing stations to which freight 
charges must be prepaid, notes, special conditions and geo- 
graphical location.” 

This is an agency publication to which railroads in the 
United States are participants under appropriate powers of at- 
torney or concurrences. It is filed with the Interstate Commerce 
Commission and, on reference in any rate-publishing tariff, is 
used in connection therewith for information such as stated 
above. 





a 
' 
The Open Forum | 
A Department for the Discussion by Readers of THE TRAFFIC WORLD of Transportation 
Questions of Interest to Traffic Men 
* 





PROPER CAR SEALS 


Editor The Traffic World: 

We notice on page 1184 of The Traffic World for May 27 a 
question from “Washington” and your reply. You say you 
know of no ruling of the Commission which defines what is a 
proper car seal. 

We have information to the effect that Interstate Commerce 
Commission Bulletin No. 9009 specifies: 


All seals should be plainly and consecutively numbered and so 


constructed and applied that manipulation without detection is 
effectively prevented. 


There is some question as to whether these specifications 
were in the nature of an order or merely a recommendation. 
At any rate, there is no question as to the advisability, from 
the standpoint of the carriers and shippers, of the use of seals 
that cannot be manipulated without detection. 

There is a seal on the market that complies with the specifi- 
cations given above, which is used rather extensively by ship- 
pers and, to some extent, by carriers. 

Wish you would publish this in The Open Forum and if 
“Washington” will write us we will give him the name of the 
seal and the address of the manufacturers. 

The Midland Flour Milling Co., 
R. C. Shoemaker, Traffic Manager. 
Kansas City, Mo., June 16, 1922. 


WATER COMPETITION 


Editor The Traffic World: 
It would seem that the best answer to many of the arguments 
in your editorial of June 24, “Water Competition,” is to point to 








the notice of another railroad strike, and then ask if any reason- 
able person can deny the need of a secondary system of trans- 
portation for the country to fall back upon. 

You state that you hold no brief for rail transportation as 
against water transportation, yet you advocate cessation of gov- 
ernment aid to the waterways, without saying at the same time 
that those liberal loans now being made by the government to 
the railroads should also be discontinued. Suppose the govern- 
ment were to abandon free improvement of the waterways and 
charged tolls equal to the cost of the work, would the country 
be any better off? Undoubtedly traffic on some streams would 
disappear entirely and on most of them would be curtailed con- 
siderably. What would happen at places which can best and, in 
fact, only be served by boat? And what would be the situation 
in those localities where the increase in population prevents any 
extension of rail terminals or facilities—i. e., at the big cities of 
the east and other important junction points, particularly at times 
when boom periods are on or like at present when we are col- 
fronted with a railroad tie up? 

Canvass the shipping public of the country and you will 
probably find that they would rather have the government spend 
fifty million dollars a year on waterways than to lose—in one 
month of strike or boom trouble—many times this amount. 

I am interested in knowing just what is the real meaning of 
that part of your editorial, reading: “It is a fact, is it not, that 
the railroads have not been and are not now being allowed 
earnings sufficient to replace worn-out equipment?” In view 
of the fact that the waterways today are not seriously competing 
with the railroads, and in view of the fact that the railroads of 
the country are today handling an abnormal amount of tonnage 
—in fact, according to The Traffic World of June 24, if coal was 
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moving in normal quantities the number of cars loaded of all 
freight throughout the country would have been within 70,000 
cars of the peak load of 1920, the heaviest year in the history of 
railroads—just how will taking away the present traffic of 
the waterways help the railroads? If heavy volumes will not 
help them then the only other construction which can be put on 
your remarks is that the roads should be allowed higher rates. 
If this is what you mean, how can you then claim that it is to the 
economic interest of the country to foster but one method of 
transportation? 

Rather continue to experiment with waterway transporta- 
tion until an operating unit and method of transportation is 
worked out that will permit freight to move at considerably lower 
costs than most of it can be moved today by rail. It is the writ- 
er’s prediction that in time we shall see this accomplished. 

R. A. Hiscano, 


General Manager, Catskill Evening Lines. 
New York, July 3, 1922. 





Mr. Hiscano seems to be trying to get us in a hole rather 
than to discuss this matter on its merits. We refer him and others 
to an editorial on this subject in this issue, written before Mr. 
Hiscano’s letter was received. Does Mr. Hiscano mean that properly 
subsidized water transportation would take care of the needs of 
the country in face of a railroad strike, or would prevent a railroad 
strike? In what respect would the country be better off now, in 
presence of the strike, if our policy were more liberal toward 
the water carriers? And how much more liberal would he have 
us be? To compare government loans to railroads with the favors 
granted to water lines is unfair and shows unfamiliarity with the 
subject. The roads pay interest for the money they borrow. The 
loans were extended as a means of getting the roads on their feet 
after the government—while it controlled them—had played havoc 
with them. We have had no idea that the government ought to 
abandon improvement of the waterways or that their use ought not 
to be permitted, under proper restrictions, as an additional means 
of transportation. We simply say that free permission to use them 
ought not to be given to persons who make money out of, them 
and then brag about their cheap rates as compared with rail rates. 
And we say that the government ought to get out of the transportation 
business itself. The meaning of our editorial about which Mr. Hiscano 
inquires, ought to be clear. We mean that the parsimony of the 
government toward the railroads is the reason why they have not 
been able to extend their facilities and keep their equipment in 
efficient condition—and yet the government extends aid to water lines 
and motor truck common carriers by compelling the public to pay 
for their rights of way. And we have no hesitancy in saying that, 
if the railroads are to prosper—as they must if they are to continue 
in business—they must either have more business and be allowed 
to earn enough revenue to extend their plant to take care of the 
business—or they must have higher rates on their present business. 
We are interested neither in rail or water transportation to the ex- 
clusion of the other; but we are interested in a sane transportation 
policy.—Editor The Traffic World. 


INTERLOCKING DIRECTORATES, ETC. 

William H. Williams has obtained permission to retain his 
positions with the Brunswick & Chillicothe, Kansas City, Ex- 
celsior Springs & Northern, and St. Louis, Council Bluffs & 
Omaha in addition to positions previously authorized. 

The Commission has authorized Isham Henderson to hold 
the position of director of the Caney Valley Railway and the 
Ohio & Kentucky. 

Officers of the Modesto Interurban Railway and Modesto 
and Empire Traction Company were authorized to retain their 
positions. 

Various members of the firm of Glennon, Cary, Walker & 
Murray were authorized to hold positions of general counsel, 
etc., for the New York Central, Indiana Harbor Belt, Chicago 
River & Indiana, and Hudson River Connecting. 

James Taber Loree was authorized to hold the position of 
director of the Greenwich & Johnsonville in addition to posi- 
tions previously authorized. 

R. S. Parsons was authorized.to hold the position of director 
of the New Jersey & New York Railroad in addition to posi- 
tions previously authorized. — 

The Commission has authorized T. C. Powell to hold, in 
addition to positions previously authorized, the position of di- 
tector of the Conesus Lake Railroad. 


WINSLOW NOT READY TO TALK 


Representative Winslow of Massachusetts, chairman of the 
House committee on interstate and foreign commerce, said this 
week he knew nothing about reports to the effect that he would 
quit Congress at the end of his present term and would not stand 
for renomination. He said if he had anything like that in mind 
he would issue a statement. Retirement of Mr. Winslow would 
place Representative Parker of New York in line for the chair- 
mManship of the committee. Representative Sweet of Iowa, mem- 
ber of the committee, who was defeated in the Iowa senatorial 
Primary, will retire as a member of the committee March 4, 1923. 





UNION TERMINAL NOTE EXTENSION 
The Union Terminal Company of Dallas, Tex., has applied 
to the Commission for authority to enter into an extension 
agreement with holders of notes aggregating $550,000.01, due 
October 10, 1922, so as to make the same or such part as may 
not be paid at said maturity, mature on October 10, 1923. 
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Help for Local Freight Agents 

It has appeared to The Traffic World that it might be of assistence 

to local agents if it would attempt to answer questions that may perplex 

some of them. We have, therefore, employed a local freight agent of 

long experience who will give his attention to such matters. Questions 

should be addressed to the editor of The Traffic World They should be 

brief and clear. Names of the inquirers will not be used. If there does 

not seem to be sufficient demand for this service it will be discontinued. 

Only questions from suscribers will be considered, of course. 

- € 
Q.—I recently had carload of beans billed “Order and No 
tify.’ Consignee surrendered bill of lading for inspection and 


after such inspection consignee requested me to loan him bill 
of lading, which I refused to do. Was my action proper? 

A.—Yes; agents should not permit such bill of lading to 
be borrowed, nor will they return such document to party sur- 
rendering bill of lading. 





Q.—What allowance is made for ice placed in the same 
package with the freight? 
A.—None. 





Q.—Is it necessary that the billing for empty tank cars show 
last contents? 

A.—In the regulations, effective September 1, 1918, the rule 
containing such requirement was changed. It is provided that 
“inflammable” placards must be left on tank cars until cleaned 
by steam, which is considered as sufficient information. 





Q.—Is it required that bonded goods “corded and sealed” 
be transported in cars bearing custom seals? 


A.—No; but such goods must in all cases be accompanied 
by a manifest. 





Q.—In case a car bearing customs locks and seals is dis- 
abled by accident, fire or otherwise, and customs officer cannot 
be found, may the locks and seals be broken and removed? 

A.—Yes, by the conductor in charge, or by the agent at the 


station nearest the accident, first carefully noting the lock num- 
bers, etc. . 





Q.—If property in possession of carrier is seized under a 
writ and not removed from the company’s premises should agent 
give the officer a receipt for the property? 


A.—No, or otherwise assume any responsibility to the officer 
therefor. 





Q.—Your issue, June 24, page 1430, “Help for Local Freight 
Agents:” 


A. Agent must not deliver to the first party unless the party to 
whose care it is consigned gives an order in writing to that effect or 
unless the first party holds the original bill of lading. 


Did you not omit: “Endorsed by party to whose care it is 
consigned?” A bill of lading is not proof of ownership. 


A.—Not necessary to be endorsed by party to whose care 
it is consigned. The original bill of lading is sufficient proof 
of ownership in the case cited, provided the consignee is known 
to the agent. If unknown, consignee must be identified or 


original bill of lading be accompanied by an order of the con- 
signee. 


CANADIAN DIVISIONS 


The Trafic World Washington Bureau 


Disagreement between American and Canadian carriers about 
divisions out of the joint rates on new iron and steel rails and 
new iron and steel crossties, and petroleum and its products, 
has resulted in the creation of I. and S. No. 1594 and I. and S. 
No. 1592 on the two species of traffic mentioned. The Canadian 
roads want their local rates as divisions, even if necessary to 
cancel the joint rates. The American roads object. Therefore, 
the latter proposed to cancel the joint rates, permitting the 
through rates to become the combination of locals. 

In I. and S. No. 1594 the Commission suspended, from July 
1 to October 29, the schedules published in Supplement No. 5 
to Baltimore & Ohio Railroad Company’s I. C. C. No. 17942, 
Supplements Nos. 1 and 2 to Baltimore & Ohio Railroad Com- 
pany’s I. C. C. No. 18606, Supplement No. 7 to Bessemer & 
Lake Erie Railroad Company’s I. C. C. No. 577, Supplement No. 
4 to Bessemer & Lake Erie Railroad Company’s I. C. C. No. 
631, Pennsylvania Railroad Company’s I. C. C. No. 12547, and 
Supplement No. 1 to Pennsylvania Railroad Company’s I. C. C. 
No. 11061. 

The suspended schedules propose to cancel the present spe- 
cific commodity rates on new iron and steel rails and new iron 
and steel crossties from various points in Maryland, Pennsyl- 
vania and West Virginia, to points in Canada, and apply the 
sixth class rates in lieu thereof. The following is illustrative: 








In cents per ton of 2240 pounds 
To Bridgeburg, Pa. ontreal, Que. 
From Present Proposed Present Proposed 
A B A B 
Bessemer, Pa...434 420 560 560 742 970 970 
Johnstown, Pa..462 448 640 620 742 1050 1030 
A—Via B. & O. R. R. Co. 


B—Via Penna. R. R. Co. 


In I. and S. No. 1592, the Commission suspended, from July 
1 to October 29, supplement 36 to Kelly’s I. C. C. No. 848. The 
suspended schedules propose to cancel proportional commodity 
rates on petroleum and petroleum products, carloads, from Mis- 
sissippi River points to various points in Canada on traffic from 
points in Kansas, Louisiana, Oklahoma, Texas and Wyoming, 
class rates to apply in lieu thereof. The following table is 


illustrative: 
In cents per 100 pounds 
Present Proposed 
From Ft. Worth, Tex., to Montreal, Que......... 04 117% 
From Tulsa, Okla., to Montreal, Que.......... +. 864% 100 
The practical question underlying these two suspension 


cases, it is felt by those who have been dealing with the sub- 
jects, will be as to whether the Commission, if it is so minded, 
can prevent the Canadian roads doing exactly what they desire. 
It is possible for them to withdraw their concurrence in the 
tariff published by Kelly and, thereby, force the through rates 
to go to the basis of the combination of locals. The Commission 
has no jurisdiction over rates beyond the American side of the 
boundary. Therefore, even if it should be of the opinion that 
sixth class is too high on new iron and steel rails and crossties, 
its opinion would not be controlling north of the boundary. The 
same is true as to the proportional rates to which the Canadian 
lines object. But if the Canadian lines do not withdraw their 
concurrences they will be expected to observe whatever joint 
rates the Commission may hold to be just and reasonable. 


CONDEMNS UTAH LINE 


The Trafic World Washington Bureau 


Administration of the sections of the interstate commerce 
act giving the ommission jurisdiction over new construction of 
lines of railroad would become “farcical in the extreme” if the 
argument that because a line had been built and put in opera- 
tion in intrastate commerce the Commission should permit its 
operation in interstate commerce the Commission should permit 
its operation in interstate commerce were held to be controlling. 
This is the effect of a decision made by the Commission in deny- 
ing applications of the Utah Terminal Railway Company and of 
the Utah Railway Company for authority to construct and oper- 
ate-3.64 miles of line in Carbon county, Utah. 

The Utah Railway Company asked permission to acquire and 
operate the line of the terminal railway which had been com- 
pleted and placed in operation in intrastate commer#s. The line 
parallels a branch of the Denver & Rio Grande Western and was 
projected primarily to serve the coal mines of the Spring Can- 
yon, Peerless and Standard coal companies, the officers of which 
are officers of the terminal line. 

The Denver & Rio Grande Western contended that past de- 
ficiencies in the service on its Spring Canyon branch were wholly 
due to its inability to locate its equipment and that this difficulty 
was not likely to recur in the future. The Commission said 
that the question of the capacity of the Denver, as regarded 
present and future car supply for the Spring Canyon mines, to 
handle the business which those mines may be reasonably ex- 
pected to offer, must be resolved in favor of the Denver. Con- 
tinuing, it said: 


Conditions since the fal] of 1920 with respect to car supply and 
the improved ability of the Denver to handle the traffic are such 
that serious difficulty is not to be anticipated in. the future. Even 
if a.shortage of coal should occur in the northwest at some future 
time, the record does not indicate that consumers will fail to re- 
ceive any considerable volume of fuel because of the failure of the 
Denver to handle tonnage over this branch. So long as the available 
supply of coal can promptly reach the consuming publ'c over exist- 
ing lines,-it is difficult to perceive how public convenience and neces- 
sity can be served by the establishment of competing facilities. ‘‘Pub- 
lic convenience and necessity’ has been defined as ‘‘a strong or 
urgent public need.’’ Wis. Telephone Co. v. Railroad Comm., 162 Wis. 
383; 156 N. W. 614. A public need can hardly be predicated upon 
the demand of 3 shippers who may desire to introduce the element 
of competition in order to improve their position in their own com- 
petitive field. While one of the purposes of the transportation act, 
1920, was to preserve competition between carriers, the provisions 
of paragraphs (18) to (20), inclusive, of section 1 negative any 
presumption that it was the purpose of Congress to permit the con- 
struction of new and competitive lines of railroad where existing 
facilities are adequate or can be made so by the exercise of avail- 
able administrative remedies. 

The circumstance that the line in question has been built and 
is in operation in intrastate commerce cannot enter into the solu- 
tion of the problem, since the Terminal entered upon construction 
of the branch with full knowledge that it could not operate it in 
interstate commerce unti] it had applied for and received the cer- 
tificate required by law. <Any other treatment of the case would 
render the administation of these paragraphs farcial in the extreme. 
Whether or not a corporation organized to engage in interstate com- 
merce may lawfully construct a line of railroad wholly within the 
limits of one state and undertake its operation in intrastate commerce 
before obtaining our certificate, it cannot properly urge the circum- 
stance that its capital commitment has been made and that therefore 
our certificate should issue as a matter of course to permit it to 
engage in interstate commerce. 


THE TRAFFIC WORLD 





Vol. XXX, No. 2 


Upon the facts presented, we are unable to find that the present 
or future public convenience and necessity require the operation 
of the line of railroad in question in interstate commerce by the 
Utah Terminal Railway Company, or its acquisition and operation 
in such commerce by the Utah Railway Company. 


Dissenting, Commissioner Potter said: 


There is a normally increasing demand for coal. Public con- 
venience and necessity will be served by an increased output from 
the mines served by the line in question. The record shows in the 
past that the output from these mines has at times been seriously 
curtailed by car shortage and inadequacy of railway facilities. The 
operation of the proposed line in interstate commerce will furnish 
desirable facilities and increase the possible output, thus tending 
to insure against the scarcity of coal and unreasonably high prices. 
The Utah Railway is in existence. It is entitled to compete for traf- 
fic and offer its service to shippers. For this purpose it is entitled 
to acquire a short spur for entry into the mining district in question. 
While regard must be had for the Denver & Rio Grande Western, it 
is equally important that regard be had for the interest of the Utah 
Railway. Both are essential carriers, and that policy should be pur- 
sued which should make the greatest tonnage available to both. The 
line in question would stimulate mine development, increase output, 
afford protection against break-down in transportation and increasé 
traffic for the carriers. The investment burden involved in the ac- 
quisition of the line is justified, from standpoint of both public and 
carrier interest, by the additional facility to be provided. 


COAL PRODUCTION REPORT 


“The thirteenth week of the coal strike has been marked 
by a recurrence of traffic congestion in certain of the non-union 
fields, and as there has been no compensating increase in the 
fields affected by the strike, production of bituminous coal will 
be slightly less than in the week preceding,” the Geological 
Survey said, in its current coal report. ‘Production of anthracite 
is still practically zero.” Continuing, the Survey said in part: 


Complete returns for the twelfth week (June 19-24) show a pro- 
duction of 5,337,000 net tons of bituminous coal and 24,000 net tons of 
anthracite, a total of all coal of 5,361,000 tons. In the corresponding 
week a year ago the total raised, including anthracite, was 9,550,000 
tons. In 1920, when business was active, it was 11,960,000 tons. In 
terms of all coal, therefore, the quantity now being mined weekly is 
five or six million tons below normal. 

The thirteenth week opened with production at a high rate. 
Loadings on Monday, June 26, were 16,735 cars, the largest on any 
Monday s:.nce the strike began. But on Tuesday, and again on 
Wednesday, congestion on the railroads serving southeastern Ken- 
tucky and parts of southern West Virginia began to curtail production 
and loadings fell off 1,000 cars. By Thursday, however, the conges- 
tion was lessening and 16,411 cars were loaded. Present indicaations, 
—- po.nt to a total output for the week of less than 5,300,000 
ons. 

The decrease in loadings is reported to be due not to scarcity of 
cars but to inability to move them faster than a certain limit set by 
the existing yard and track facilities, and it is to be noted that the 
railreads conceined are making new records in volume of traffic 
handled. Production in the non-union ‘fields of the Middle Appalach- 
ians has reached a maximum and further gains in output are not to 
be expected except as mines hitherto closed by the strike resume 
operations. Dur.ng the past week the increase in the non-union fields 
of Pennsylvania has been slight. In none of the strongly organized 
districts has work been resumed. 

Production of anthracite, thcugh increasing, is still negligible. In 
the twelfth week of the strike (June 19-24), 462 cars were loaded, in- 
dicating a production of 24,000 tons. This was barely 1 per cent of 
the output in the corresponding period last year. 

The number of unbilled cars at the mines continues to steadily 
decrease. In the twelfth week of the strike the average daily number 
of unconsigned loads of bituminous coal was 3,678. Included in this 
figure is all the inbilled coal held by all carriers. 

The eleventh week of the strike (June 12-17), was one of decreased 
output, and the mine reports now confirm earlier information that the 
cause of the decrease was congestion on the railroads serving eastern 
Kentucky and parts of southern West Virginia. The Harlan field 
1epo.is a loss of 49.4 per cent of full time due to transportation dis- 
ability, and in the Southern Appalachian region also time was lost 
because of transportation. In the Winding Gulf district of West 
Virginia operators reported a transportation loss of 14.8 per cent. 

In neither district was there a lack of cars. It was rather that the 
extremely heavy movement of non-union coal to the markets north of 
the Ohio was mcre than the existing yard and track facilities could 
handle. <A virtual embargo on coal loadings was in effect for three 
days in certain fields of southeastern Kentucky in order that the jam 
might be broken. . It is clear that in the Middle Appalachian region 
the volume of coal now offered for shipment by the non-union and 
poe mines is about all that can be carried away by the 
railreads. 

In non-union Pennsylvania production increased slightly, but the 
mines operating had far less than the normal complement of men, and 
= were still much below even those of the first week of the 
strike. 

The movement of bituminous coal through the Hudson gateways 
increased to 669 cars in the week ended June 24. This was an increase 
of 155 cars over the week preceding, and was the highest record since 
the last week in May. Anthracite shipments totaled 652 cars, prac- 
tically the same as in the week before. The total movement was 
about one-fifth that in the corresponding week a year ago. 

The improvement in shipments through Hampton Roads was not 
fully maintained during the week ended June 24, and dumpings 
declined to 426,797 net tors. In comnarison with the week preceding 
this was a decrease of 88,903 tons. New England cargoes and exports 
decreased to 253,428 and 18,455 tons, respectively. 

Reports indicate no change in the quantity of bituminous coal 
dumped over the Lake Erie piers. In the week ended June 25, a total 
of 387,645 tons was dumped, of which 371,202 tons were cargo coal 
and 16,443 tons were vessel fuel. In comparison with the correspond- 
ing week in 1921. this was a decrease of 708,000 tons, or 65 per cent. 
A larger proportion of the cargo ccal was shipped up the lakes, and 
the quentity dumped for shipment down the lakes declined from 
70.975 to 35,478 tons. During the season to date, 773,599 tons of the 
3 214.2920 tors of cargo coal dumped have been shipped to destinations 
not ordinarily taking lake coal. 


Copies of the current DAILY TRAFFIC WORLD 
for eastern subscribers are mailed on the “Broadway 
Limited” and “20th Century Limited” trains. 





ke np 


ME ck ee eae 


Fix igs Sb 


- Ow ct 


ed 
on 
he 
rill 
cal 
ite 
Pts 
ro- 
. of 
ing 
000 

In 
yi 


ate. 
any 

on 
en- 
tion 
reS- 
ons, 
000 


y of 
. by 
the 
affic 
ich- 
t to 
ume 
elds 
ized 


In 
_in- 
t of 


udily 
nber 
this 


ased 
, the 
stern 
field 

dis- 

lost 
West 


t the 
th of 
could 
three 
. jam 
egion 
and 

the 


t the 
, and 
f the 


ways 
rease 
since 
prac- 
> was 


s not 
pings 
eding 
cports 


3 coal 
. total 
> coal 
spond- 
- cent. 
s, and 

from 
of the 
ations 


RLD 
lway 


s 
¥ 
a 
at 
& 
= 
fe 





PO. pe AO ME oy hEsih OC AnRRSA MeSaA 


a ae 


July 8, 1922 


RATES TO SOUTHWEST SUSPENDED 


The Trafic World Washington Bureat 


The Commission, by means of I. and S. No. 1597, took what 
the protestants regarded as another step to prevent a war in 
transcontinental rates, and what the Southern Pacific regarded 
as a step toward the return of normalcy. It suspended supple- 
ments to Countiss, Curlett and Kelly tariffs, which, if they had 
been allowed to become operative, July 1, as proposed, would 
have made rates from Southern Pacific-Atlantic Steamship Lines 
(Morgan Line) piers, to Arizona, New Mexico, Mexico and Cali- 
fornia, via the Gulf ports, the same as the all-rail rates from 
Chicago. The tariffs were suspended from July 1 until October 
29. The publications so suspended are supplement 4 to Countiss’ 
I. C. C. No. 1101; supplement 4 to Curlett’s I. C. C. No. A-73 and 
supplement 4 to Kelly’s I. C. C. No. 1214. 

The publications suspended in this case, in a general way of 
speaking, are the same in character as those suspended in I. and 
S. No. 1511. They, however, carry a longer list of commodities 
than the earlier tariffs. The supplements were suspended on pro- 
tests from the Chicago Association of Commerce, commercial in- 
terests in Detroit and the territory near Chicago and west 
thereof, the Santa Fe, the Union Pacific and the Western Pa- 
cific. The following statement of rates from New York piers 
is believed to be illustrative: 

Rates in Cents Per 100 Pounds 


Present Proposed 
Agricultural implements ..........-+.... 308.5 266.5 
Paper DOCS, COITTUBATEd ....cccccceseces 200 166.5 
Tile and enameled brick ......cccccccecs 192 118 


The position of the Southern Pacific is that it should be 
permitted to make, from New York piers, to destinations in the 
territories mentioned, rates the same as the all-rail rates from 
Chicago and related territories, so as to put eastern merchants 
and manufacturers into competition, in the far western markets, 
with merchants and manufacturers in the middle west. In sup- 
port of their protest, the Chicago people said: 


By the items for which suspension is requested, the Southern Pa- 
cific System publishes on practically all commodities moving in any 
volume from New York piers to California territory, the same rates 
as are contemporaneously in effect from Group D, Chicago, to the 
same destinations. The amount of the reductions carried by Supple- 
ment 4 ranges from 33.5 cents, which is the prevailing reduction, to 
85 cents per hundred pounds. The territory of destination is all points 
on the Southern Pacific west of El Paso, except points north of Searles, 
Cal.; east of Colfax, Cal., and north of the California-Oregon line, and 
to points on the Arizona Eastern Railroad, Pacific Electric Railway, 
Visalia Electric Railway, Peninsular Railway and Northwestern Pa- 
cific Railroad. At points north of Searles, east of Colfax and north of 
the California-Oregon line, and on other lines of railroad in inter- 
mediate and terminal territory, rates will be higher by the amount of 
the reduction, viz.: 33.5 cents to 85 cents per hundred pounds. 

If Supplement 4(to Countiss’ tariff) becomes effective there will re- 
sult a complete disruption of relationships in rates from the various 
groups of origin, as compared with the rates from New York piers via 
the Southern Pacific Company. Members of the Chicago Association 
of Commerce are engaged in the manufacture or purchase and sale or 
distribution of the various commodit’es upon which rates are pub- 
lished from New York piers to destinations named therein, and are in 
competition with the producers, manufacturers and distributors of 
such commodities who can and will avail themselves of the rates car- 
ried in Supplement 4, and will be subjected to undue prejudice, in vio- 
lation of Section 3 of the Interstate Commerce Act, if the said rates 
become effective on July 1. The Southern Pacific Company and its 
connections are parties to joint through rates on all commodities cov- 
ered by items referred to herein, from Chicago in connection with 
other lines of railroad and as such transport said commodities for 
shippers in Group D territory to the same points of destination as 
are named in said Supplement 4. 

The rail haul of the Southern Pacific Company from Galveston 
to many points of destination covered by said supvlement is longer 
than the rail haul from Chicago to the same destinations. In addi- 
tion, the Southern Pacific Company’s lines must perform an ocean 
haul of 2,200 miles from New York piers to Galveston or New Orleans. 

The Southern Pacific and its subsidiaries are parties to Fourth 
Section Applications now pending before this Commission, in which 
permission is sought to make effective other and different rates than 
those named in said Supplement 4. ; 

There is now pending before this Commission, on final submission. 


POSITIONS WANTED OR OPEN 


GOOD TRAFFIC MEN ARE MORE THAN EVER IN DEMAND 
and THE TRAFFIC WORLD is the logical) medium for getting the 
men and the positions in touch with each other. The rates for 
classified advertisements are as follows: First insertion, $1.00 per line, 
minimum charge $3.00; succeeding insertions, per line, 50c; 10 words to 
the line; numbers and abbreviations counted as words: 6 point type: 
Payable in advance. Answers to keyed advertisements forwarded free 
and all correspondence held in strict confidence. THE TRAFFIC 
WORLD. 418 South Market Street. Chicago. TM 


POSITION WANTED—Traffic Manager, bookkerper, correspond- 
ent and general office managing of years; married man. 36; now em- 
ployed; familiar with handling of claims, rates, routes, etc. Address 
W. B., care Traffic World, Chicago. 

















WANTED—Railroad or industrial position in South by competent 
rate and tariff man. Fifteen years’ Central and ten years in South- 


— Association territories. Address W. H. T., Traffic World, Chi- 
g0. 





POSITION WANTED—Man 33, seeking broader opportunity, de- 
Sires position Traffic Manager or Assistant, Industry or Short Line 
ailroad; 15 years’ experience, expert knowledge all traffic problems, 


Tate and claim adjustments, routing, etc. Address J. L. C., Traffic 
World, Chicago, Ml. 
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JACKSONVILLE, FLA. 
_ WIESENFELD WAREHOUSE COMPANY 


General merchandise storage and distribution. 
Prompt and intelligent service. 
References: Any jobber, banker or transportation man in the city. 


DEEP WATER AND RAIL CONNECTIONS 










ROCHESTER, NEW YORK 


General Storage Carload Distribution 
Members American Warehousemen’s Association and American Chain ef Warehouses 


B. R. & P. WAREHOUSE, Inc. 












SALARIES 
$3500 to $7500 
The need for trained men is great. You 
can quickly train yourself for this 


splendid profession, and jump to mag- 
nificent earnings. 


PREPARE NOW 


MANAGERS 
WANTED 


In your spare hours, in your own home you can master the principles of export 


and oualify for one of these splendid positions. The training is thorough and 


complete. Send for full information today. Now! AMERICAN COMMERCE 
ASSOCIATION, 4043 Drexel Blvd., Dept. 27-B, Chicago, III. 


SAVANNAH, GEORGIA 


Storage— Pool Cars Our Specialty 


H. H. BRADLEY & CO. 


Personal Service Quick Despatch 


INLAND MARINE CORPORATION 


Provides 


Low All-Water Freight Rates 
The New York State Barge Canal Route 


From 


New York Harbor Points 


Buffalo, N. Y. 
Cleveland, Ohio 
Chicago, III. 


Detroit, Mich. 

Duluth, Minn. 

Minneapolis, Minn. 
and 

Points in the Same Rate Territories 


Milwaukee, Wis. 
St. Paul, Minn. 
St. Louis, Mo. 


COMPANY’S OFFICES 


NEW YORK CITY, 15 Moore St. . . . . Tel. Bowling Green 3516-9 
BUFFALO, N. Y., 522 Ellicott Square . . . . . . Tel. Seneca 8293 
MINNEAPOLIS, 20 Builders’ Exchange . . . . . Tel. Atlantic 059; 
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> 
| ¢°A\ REGULAR SAILINGS alle nn i all 


SERVICE 
BETWEEN 


NEW YORK AND PHILADELPHIA 


and 
MARSEILLES, SPAIN 
GENOA, NORTH AFRICA 


Throug’ Bills of Lading for all ports of Spain, Morocco, 
Algeria, Tunisia, Cette, Nice and Near East 


SOCIETE LES AFFRETEURS REUNIS 


THREE STAR LINE. Inc. 


M. E. Kienappel, 112 W. Adams St. 
PHILADELPHIA AGENT: 
Wesenberg & Co., 305 Walnut St. PE TPPPS a Rae TM ea decie4l 
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in I. and S. Docket 1511, rates on ten items carried in Supplements 
27, 29 and 31 to Countiss I. C. C. 1089, in which, similarly, the re- 
spondents seek to make effective from New York piers to the same 
destinations as are carried in vig om 4, rates identical with those 
in effect from Chicago and other a D points to the same destina- 
tions. Hearing was had at Chicago, Ill., in said proceeding on April 
14, 1922, before Examiner P. F. Gault. Petitioner refers to the testi- 
mony taken therein in support of this application for suspension. . 

The rates carried in Supplement No. 4 for which suspension is 
here requested, do not meet water competition at the Pacific Coast 
terminals, as said rates are much higher than those currently in effect 
by water lines, operating through the Panama Canal. Your petitioner 
avers that the purpose of the Southern Pacific Company in publishing 
the rates referred to herein is to meet carrier competition from Chi- 
cago and to give to its shippers opportunity to meet the market com- 
petition of your petitioners from Chicago. If said rates become ef- 
fective the Southern Pacific and its connections through the Gulf 
ports will become in fact a differential line, although there are no 
per a Am conditions which constitute the said route a differential 
route. 

Finally, your peaieper avers that the rates named in said Supple- 
ment 4, for which suspension is here requested, violate Section 3 of 
the Interstate Commerce Act in that, first, they unduly prefer ship- 
pers from New York piers via the Sunset Gulf Route, and unduly 
prejudice shippers all-rail from points in Groups A, B, C and D, in- 
cluding your petitioner; second, they unduly prefer receivers of freight 
at points of destination named in the tariff and unduly prejudice re- 
ceivers of freight on the Southern Pacific System at points north 
of Searles, east of Colfax and north of the California-Oregon line; 
and, third, in like manner undue preference is accorded localities in 
which said shippers and receivers, receiving such preference, are lo- 
cated, and undue prejudice is inflicted upon communities in which the 
said shippers and receivers subjected to undue prejudice are located. 


RELIEF FOR K. C. M. & O. 


The Trafic World Washington Bureau 


Although Chairman McChord has called a conference of 
the governors of Kansas, Oklahoma and Texas to consider 
plans for the relief of the Kansas City, Mexico & Orient, there 
is little hope of any plan being found, among those in which 
the Commission is charged with the duty of administering 
the parts of the transportation law intended for the rehabilit- 
ation of railroads, after the end of federal control. The apparent 
hopelessness of the case and general observations on the limited 
power of the Commission to deal with tragic situations of that 
kind were set forth in a letter written by Commissioner Meyer, 
chairman of the division dealing ‘with finances of railroads. 
addressed to Representatives C. B. Hudspeth and Marvin Jones. 
of Texas, in whose districts, the sixteenth and eighteenth, lies 
much of the mileage of the Orient. In his letter Mr. Meyer said: 


Your letter of the 23rd instant, addressed to the Chairman, bring- 
ing to our attention the condition of the Kansas City, Mexico & Orient 
Railroad, has been referred to me for reply. I have not seen the 
statement which you say the receiver has issued. 

You suggest ‘‘an immediate investigation.’’ The Orient Railroad 
has been and still is under investigation in the sense that many 
months ago, prior to the making of a loan, we investigated its finan- 
cial, traffic, and operating conditions. We now have pending before 
us two proceedings relating to routing of traffic and divisions, respect- 
ively, which have recently been heard and which will be disposed of 
at the earliest possible date. 

We are fully conscious of the dependence of thousands of people 
upon this railroad. The situation in which many may find themselves 
is tragical. We have been and are doing everything within our power 
under the law to be of assistance in working out this extremely diffi- 
cult situation. Floawever, Corgress has not authorized us to make 
donations to a railroad company which may be in severe financial dis- 
tress. We have made the Orient a loan under section 210 of the trans- 
portation act. We are not authorized by law to reach into the public 
treasury to relieve suffering, no matter how acute it may be. We 
will soon have exhausted all our resources under the law. Further- 
more, we have conferred with other departments of the government in 
the hope of finding a way of rendering still further financial assist- 
ance. Thus far we have been unable to find it. 

This leads me to inquire whether the communities served by the 
Orient end t'e thovsernds cf necple dependent wnoen it have exhausted 
all their resources in rendering assistance to this railroad with a view 
of keeping it permanently in operation. 'The states, the counties, and 
the municipalities in which it operates have an immediate and direct 
interest in this property and it may be that it is possible for those 
authorities to render assistance in ways that have not thus far been 
considered and resorted to. 

We are advised that the Director General has made final settle- 
ment with the Orient. Under the provisions of the transportation act 
we made partial payments to the Orient on April 7, June 12, August 
4, August 25, and October 21, 1920, respectively. These payments 
aggregated $916,000. They were made as large as we could lawfully 
make them. S nee these port's] ~pvmenrts were mode, renvresentstives 
of the carrier and of this Commission have at various times conferred 
with respect to the determination of the amount due in final settle- 
ment of the guaranty provisions of the transportation act, under 
which the above-mentioned partial payments were made. The carrier 
is row in default of interest on the roverrment loan of $2,500.000 by 
$75,000. The maximum amount which we may be able to certify to 
the Treasury as payable to the carrier in final settlement will prob- 
ably not exceed the amount of the interest in default by more than 
about $40,000. <A certificate for whatever amount may be determined 
as due will be issued in the immediate future. 

What, if anything, can be accomplished in the two cther proceed- 
ings pending remains to be seen, although it is safe to assume that 
no substantial financial assistance may emanate from that source in 
the immediate future or before July 1. 

Whether Congress can devise ways and means of keeping this 
railroad in overation in the event that the receiver should be unable 
to do so, is for you gentlemen who constitute Congress to decide. 

Mv official contact with the Orient has created in me the impres- 
sion that its original construction was spectacularly speculative and 
an invitation to disaster. I am losing no sympathy over the specu- 
lators who prematurely created this railroad and those who person- 
ally and officially encouraged them to do so. However, I have the 
most profound sympathy for the people who have built their homes, 
schools, churches, and places of business along the line and who are 
dependent upon it. If there is a way to save and protect them, that 
way should found. ‘ 
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In this connection I can not refrain from remarking that in spite 
of tragedies like those of the Orient, which may be found in every 
part of this country, we are constantly being appealed to and impor- 
tuned to authorize the construction of certain new railroads which 
in all probability, if constructed, would end in disaster. If such 
disaster should strike only those who are clamoring to be permitted 
to take the risk, authority might conccivably be granted; but the real 
sufferers will be the people, largely innocently persuaded, who may 


make their home in localities dependent upon the success of the 
enterprise. 


Please regard this letter as my individual expression, 
hope the Orient will continue to operate. 


REVENUE FREIGHT LOADING 


With an increase of 17,084 cars over the preceding week, 
revenue freight loading totaled 877,856 cars in the week ended 
June 24, according to the weekly report of the car service divi- 
sion of the American Railway Association. Loadings for the 
corresponding weeks of 1921 and 1920 were 775,447 and 911,503, 
respectively. 

Coal loading increased from 92,136 cars in the week ended 
June 17 to 96,960 cars in the week ended June 24, the highest 
point in coal loading since the coal miners’ strike began April 1. 

Had coal loading been what it was in the corresponding 
week of 1921, the total loading for the week ended June 24 would 
have been around 937,000 cars. 

There were increases in the loading of all commodities in 
the week ended June 24 as compared with the preceding week 
with the exception of grain and grain products, which dropped 
from 39,333 to 38,411 cars. Ore loading increased from 53,822 
to 64,284 cars. 

Loading by districts in the week ended June 24 and in the 
corresponding week of 1921 was as follows: 

Eastern district: Grain and grain products, 9,283 and 6,421; 
live stock, 2,803 and 2,960; coal, 8,200 and 41,503; coke, 1,703 
and 903; forest products, 5,486 and 5,087; ore, 6,038 and 1,882; 
merchandise, L. C. L., 71,801 and 58,538; miscellaneous, 90,683 
and 69,546; total, 1922, 195,497; 1921, 186,840; 1920, 223,782. 

Allegheny district: Grain and grain products, 2,129 and 2,281; 
live stock, 2,377 and 2,719; coal, 19,029 and 47,333; coke, 4,721 
and 2,362; forest products, 3,330 and 2,907; ore, 12,018 and 6,891; 
merchandise, L. C. L., 52,734 and 43,933; miscellaneous, 77,005 
and 51,002; total, 1922, 173,843; 1921, 159,428; 1920, 182,399. 

Pocahontas district: Grain and grain products, 183 and 140; 
live stock, 129 and 148; coal, 31,460 and 25,237; coke, 260 and 
144; forest products, 1,680 and 1,259; ore, 25 and 23; merchandise, 
L. C. L., 6,857 and 5,336; miscellaneous, 4,021 and 3,882; total, 
1922, 44,115; 1921, 36,169; 1920, 33,863. 

Southern district: Grain and grain products, 3,370 and 2,935; 
live stock, 2,885 and 2,112; coal, 24,117 and 19,342; coke, 836 and 
449; forest products, 19,839 and 14,421; ore, 1,152 and 460; mer- 
chandise, L. C. L., 37,475 and 35,746; miscellaneous, 41,262 and 
36,308; total, 1922, 130,436; 1921, 111,773; 1920, 124,101. 

Northwestern district: Grain and grain products, 9.325 and 
11,067; live stock, 8,473 and 8,007; coal, 6,040 and 5,239; coke, 
1,538 and 560; forest products, 19,192 and 13,819; ore, 41,826 
and 18,172; merchandise, L. C. L., 31,854 and 27,656; miscel- 
laneous, 40,298 and 31,651; total, 1922, 158,046; 1921, 116,171; 
1920, 158,156. 

Central Western district: Grain and grain products, 10,000 
and 11,584; live stock, 11,152 and 9,741; coal, 5,152 and 13,407; 
coke, 232 and 160; forest products, 6,586 and 6,289; ore, 2,769 
and 719; merchandise, L. C. L., 34,008 and 31,155; miscellaneous, 
45,420 and 36,104; total, 1922, 115,319; 1921, 109,159; 1920, 127, 
885. 

Southwestern district: Grain and grain products, 4,121 and 
4,671; live stock, 2,615 and 2,246; coal, 2,962 and 3,960; coke, 
176 and 136; forest products, 8,158 and 6,150; ore, 456 and 806; 
merchandise, L. C. L., 15,964 and 15,401; miscellaneous, 26,648 
and 22,537; total, 1922, 61,100; 1921, 55,907; 1920, 61,317. 

Total, all roads: Grain and grain products, 38,411 and 39, 
099; live stock, 29,934 and 27,933; coal, 96,960 and 156,021; coke, 
9,466 and 4,714; forest products, 64,271 and 48,932; ore, 64,284 
and 28,953; merchandise, L. C. L., 249,193 and 217,765; miscel- 


laneous, 325,337 and 251,030; total, 1922, 877,856; 1921, 775,447; 
1920, 911,503. 


I sincerely 


EXEMPTION OF D. @& S. L. 


The Commission has reopened the reduced rate case in so 
far as it relates to the Denver & Salt Lake with a view to de 
termining whether that road should be exempted from the find- 
ings in that case, as proposed by its receiver. Commissioner 
Hall will hold a hearing on the question at Denver, July 31. 


BOSTON & MAINE EQUIPMENT TRUST 


Approval of an equipment trust agreement under which 
$1,815,000 of equipment trust certificates will be issued in con- 
nection with the purchase of new rolling stock at an estimated 
cost of $3,049,700 has been asked of the Commission by the Bos- 
ton & Maine. The company proposes to buy 24 switching loco 
motives, 65 steel passenger coaches, 20 steel smoking cars, 8 steel 
baggage and smoking cars, 5 steel baggage and mail cars, and 25 
milk cars. 
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THE PORT | 
OF HOUSTON 


MR. TRAFFIC MAN, take a look at the map above. 
See how the railways converge at the Port of Houston. 
Does not rail service mean a great deal to you? 


Seventeen railroads serve the Port of Houston and 
connect with the Municipal wharves thru the Munic- 
ipal Harbor Belt Railway. 


No discrimination, but good service. 


Trunk lines in all directions to main assembling and 
distributing points. 





Ample storage yards, no congestion. 


Houston’s public wharfage facilities are modern and are 
of the best fireproof construction, designed to give 
quick service to both ships and shippers. 


MR. TRAFFIC MAN, can we not handle some of your 
business over our wharves? 


Address the 


DIRECTOR OF THE PORT 
City Hall Houston, Texas 
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~ Questions and Answers 


In this department will be answered eager 1 of both legal and 

cal nature that confront persons dealing with tratic. A specialist 

on interstate commerce law, whois a member of our legal department, 

will give his opinion in answer to any simple question relating to the law 

of interstate ae of freight. A traffic man of long experience 

and wide knowledge will answer questions relating to practical traffic . 

fe eyo We do not desire to take the place of the traffic man but to 
p him in his work. Persons desiring immediate answer by mail or 
wire or a more elaborate treatment of any question—by the citation of 
authorities in a legal opinion, for instance—may obtain this kind of 
private service by the payment of a reasonable fee. The right is re- 
served to refuse to answer in this department any question, legal or 
traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. 
g 


Address Questions and 
Traffic Service Corporation 


i sitenemebene 


Departm 


Answers ent, 
. Colorado Building, Washington, D. C. 








Mixed Shipments 

Ilinois.—Question: We wish your interpretation of item 2, 
page 324, Consolidated Freight Classification No. 2, which covers 
mixed carloads of clay products, but fails in its application when 
the rates on all the articles are the same and the mixture and 
the minimum are dissimilar; also advise, if known, any ruling 
which has been rendered by the Commission covering this par- 
ticular item, and its application. 

The writer knows of a published rate covering sewer pipe 
and flue lining, carloads, in C. F. A. territory from point A to B, 
which happens to develop the same. The tariff naming the rate 
on sewer pipe refers to the Consolidated Freight Classification 
No. 2 for the minimum, but on flue lining, the minimum carried 
in the tariff governs the rate. 

The minimum on sewer pipe is 26,000 pounds, and on flue 
lining, 30,000 pounds. With respect to mixed carloads of sewer 
pipe and flue lining, item 3, page 324, Consolidated Freight Clas- 
sification No. 2 applies, and as the application of the item reads: 
“covering mixed cars of sewer pipe and flue lining,” the rate 
to be applied thereunder is the highest rate or rating provided 
for carload quantities of any article in the shipment, while the 
minimum weight is the minimum weight provided for the article 
taking the highest rate or rating. 

Answer: If the tariffs containing the rates on these com- 
modities contain no mixing rules of their own, but are governed 
by the classification, the mixing rule in item 3, page 324, of 
Consolidated Classification No. 2, is applicable. If the minimum 
weight on flue linings is carried in the tariff, it supersedes the 
minimum weight in the classification, but as the minima vary 
in this case, we fail to see where any importance attaches to 
whether they are found in the classification or in the tariff, 
inasmuch as the rates are the same. 

Strictly speaking, if we go to extremes in construing the 
wording of this rule, it fails of effect in determining the ap- 
plicable rate, and obviously, before the superlative degree may 
be used, the adjective must be first attached to something in 
the positive and comparative degrees. In other words, no rate 
can be the “highest” unless there is first found a “high” and a 
“higher” rate. “Highest” or “higher” imply comparisons and in 
the rates in question there is no other figures with which to 
compare, for the same figure is applicable to both commodities. 

This extreme is not usually resorted to, however, in actual 
practice (I. C. C. Informal Opinion 322936). Take section 1, 
rule 10, of the classification, for instance; if the class rates are 
the same, the carrier and the Commission usually take no ex- 
ception to applying that rate to the “highest” in the sense that 
there is none higher than it involved. It is easy to do this 
under rule 10, because the minimum weight applicable to the 
mixture is the highest of all the individual minima involved. 
It is not dependent for its existence or designation upon the 
rate selected for the mixed shipment. 

The mixing rule on page 324 merely provides that “mixed 
carloads” of the commodities specified, “will be taken at the 
highest rate or rating provided for carload quantities of any 
article in the shipment.” We have here a “quantity” rating. 
The only condition precedent to getting the two commodities 
mixed in a single shipment and charged at the carload rate 
applicable to either is that the mixture must make up a “car- 
load.” But the carriers also specify that certain minimum weights 
will be charged on one of these mixed “carloads.” They 
do not state. what minimum weight will be observed 
if the “highest” rate is no greater than the lowest, 
i. e, where one rate is no higher than the other, when 
the individual minima are different. Where the minimum 
weights are the same, the rule works nicely. Where they are 
not the same, the method for determining which will apply fails 
completely, and nothing is provided in the tariff to show on 
which minimum weight the carrier will base its charges. Con- 
sequently, it can base them only on the actual weight of the 
mixed shipment. The failure of the minimum weight feature 
in nowise, however, interferes with the application of the rate. 
The rate on the mixed shipment is not contingent in any manner 
on the minimum weight. It is a thing apart, and should the 
earriers desire to establish a mixed rating without minima where 
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the rates are the same, they could not do it more effectively 
than they have here. The designation of the minimum weight 
here is made wholly dependent on the rate selected for the 
mixture. The rate thus selected fails to designate the-minimum 
weight, so there is none. 

As to this latter feature, in “Application of Rate and Mini- 
mum Weight on Live Stock in Mixed Carloads,” 64 I. C. C. 546, 
a tariff rule under controversy provided: “Live stock may be 
shipped in mixed carloads at the highest rate and minimum 
weight,” etc. The carrier proposed to amend the rule, inserting 
the word “highest” in connection with “minimum weight.” 
Shippers protested that this meant increasing the aggregate 
charge on a shipment. The carriers contended that the wording 
of the rule as it originally read impliedly meant the highest 
minimum as well as the highest rate. The Commission sustained 
the carrier, holding that to construe the rule otherwise would 
mean that the minimum weight applicable to any species in the 
car, without designating which minimum; also that the highest 
rate would apply on the mixture. 

Applying this to your question, what the Commission wished 
to guard against in the live stock case is actually set forth in 
unequivocal language in rule on page 324 of the classification. 
This rule specifically predicates the mixed minimum on a thing 
which absolutely fails to designate it. 

It should not be overlooked, however, that while the specifi- 
cation of a minimum fails of effect, the articles loaded into the 
car must make up a “carload.” The minimum weight feature 


does not necessarily determine whether a shipment is a “car- | 


load.” If a car is loaded to capacity and tendered the carrier 
as a carload shipment, none can say that it is not a “carload.” 

Failure to make a carload of the mixture independently of 
minimum weights, in our opinion, means the rule cannot pos- 
sibly operate. It would then fail in both rate and minimum. 


Liability of Initial Carrier Under the Carmack Amendment 
Michigan.—Question: There are at present at least two ex- 


press companies operating in the United States. With reference 
to a loss and damage claim on a shipment handled by both ex- 
press companies, we have a letter from the originating company 
reading in part as follows: 


When I suggested in my letter of May 27 that the liability of 
the A. A. A. Express Company ceased on delivery of the shipment 
in good order to the B. B. B. Express Comuany at Cincinnati, I 
did so advisedly and assumed that you were familiar with the 
terms of the Cummins Amendment to the Interstate Commerce 
Act, which makes the delivering carrier responsible to the con- 
signee in the event of loss or damage. 


In this instance there appears to be some delay and liability 
with both companies, but we do not have enough information on 
hand that we could clearly place the preponderance of liability 
with either company. Kindly advise which company is respon- 
sible and against which company court action should be brought. 

Answer: Under the Carmack amendment, whenever an 
initial carrier accepts goods for shipment to a point on another 
line in another state, it is conclusively treated as having made 
a through contract of shipment and will be liable for any loss 
or injury occurring on any connecting line over which the ship- 
ment may pass, as well as for loss or injury occurring on its 
own line. 

Under section 8 of the interstate commerce act, an express 
company is included in the term “common carrier,” as used in 
section 20 of the act, known as the Cummins amendment, which 
supersedes what is known as the Carmack amendment, referred 
to above. Either the initial carrier or the delivering carrier, or 
both, may be sued, but if the action is brought against the 
delivering carrier alone, it must be proved that the damage 
occurred while the shipment was in the possession of that car- 
rier, while if the initial carrier only is sued. no such proof is 
necessary, that is, it need not be determined where the delay 
or damage occurred. 


Duty of Carrier to Furnish Reasonable Station Facilities 


Arkansas.—Question: "We have closely located in one dis- 
trict in this town a lot of twelve separate furniture factories 
that are annually producing about three and one-half to five 
million dollars’ worth of furniture. We are loading about 90 
per cent of our furniture in straight carload shipments, and 
such loading is being done at our factory platforms. 

What we want to know is, if you think we are in position 
under the condition as stated, to encourage or force the railway 
companies to build, at their expense, one platform to take care 
of this loading. We know that such platforms have been con: 
structed in other districts for the convenience of loading straight 
cars of furniture, but we are not certain whether we can compel 
the railway companies to construct such platform if they will 
not do so willingly. It is out of the question for us to use 
their regular freight depot platforms, as they are now located 
in range of one to one and one-half miles. 

Answer: In Jones vs. S. L. & S. F. R. Co., 12 I. C. C. 141; 
Wm. C. Snook vs. C. R. R. of N. J., 17 I. C. C. 375; Cyrus C. 
Mattison vs. Pa. R. Co., 23 I. C. C. 233, and M. & M. Association 
vs. B. & O. R. R., 30 I. C. C. 388, the Commission: had before it 
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Customs House Brokers 


|MEXICO 


BRENNAN & LE & LEONARD 


Customs House Brokers, Forwarding 
and Clearing House Agents 


LAREDO, TEXAS 


Branches in all Principal Cities in the Republic of Mexico 





Originators of package car service to 
Mexico City. 


Operators of through package car 
service from St. Louis, Kansas City, Chi- 
cago and Dallas. 


Approximate time in transit from 
Laredo, Texas, to Mexico City, eight 
days. 


We are the connecting link between 
American railways and the Mexican rail- 
ways. 


Have banking arrangements making 
possible shipper’s order shipments to all 
points within the Republic of Mexico. 


Assume all pilferage risk of packages 
in our package cars south of the border. 


Our own warehouses in Laredo, Texas, 
and Mexico City. 


We have just completed a pamphlet in 
concrete form, giving complete data for 
the benefit of the American shipper in 
handling his business with the Republic 
of Mexico. This pamphlet will be mailed 
upon application. 


Now operating our own special trains 
throughout the Republic of Mexico 
and can assure prompt and efficient 
service throughout. 


HAL L. BRENNAN S. E. LEONARD 


ar NN 
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Managing Agents: 
American-Hawaiian Steamship Co. 
American Ship and Commerce Corporation 
General Agents: Hamburg-American Line 


American-Hawaiian S.S.Co. 
INTERCOASTAL SERVICE 


Between New York, Boston, Philadelphia and Los 
Angeles, San Francisco, Portland, Seattle and Tacoma 
Phila. New York 
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MIN NESOTAN cvccvcccccocce 


Sailings every Thursday from New York, every 
Saturday from Boston and Philadelphia and 
fortnightly from the Pacific Coast ports 








PACIFIC COAST TO EUROPE 
U. 8. Pacific Coast Ports to the Principal Ports of the United 
Kingdom and Continent—Direct Fort- 
nightly Sailings 












Joint Services with 
Hamburg-American Line 


To Hamburg 
NEW YORK TO HAMBURG 
8.8. BE VaUeRbiRlS wie Dewie caw s ww sienebinae wees see July 11 
8.8. + MINE Retail da isasstn eet eeses wow ess Ve Se eho’ July 13 
8.s. * MOUNT I wists ecinesasebacbeoeuiban eed July 20 
8.8. apy NN . waides'9.b464 2090 sb enn oodmeeenva eeu July 25 
8.8. + arate aiis canine eissial-svesirare lee sinle 0 tolsianeiniolaint Stell July 27 
8.8. MOUNT REOPEN 6 esi adsestveteberedecestenees Aug. 3 
ee EE FCS 5S ap She ebe NU iehidscdewwbtheed Aug. 8 


* Carries third-class passengers. 
+ Cabin and third-class passengers. 
¢ First, second, third-class passengers. 


LOADING PIER 86, NORTH RIVER 


PHILADELPHIA TO BREMEN AND HAMBURG 


8.8. THEMISTO (via Baltimore) .........cccccsccccees July 18 
8.S. OREGONIAN (via Baltimore) .............e.e00. Aug. 19 


BOSTON TO BREMEN AND HAMBURG 
8.8. NEVADAN 


eee eee eee eee eee eee eee eee ee ee ee 


eeeeeereeee 


BALTIMORE TO BREMEN AND HAMBURG 






















8.S. NEVADAN (via Norfolk and Boston)...........ss0. July 8 
SY a oa nc utnipadnceseNoetedse teense eon July 27 
SS. CALLISTO ein WNerkells)...cccccccccscccccccses Aug. 14 
I, 5:0. bass 05000 enw Gn sted ncesnwensseecoue Aug. 26 
NORFOLK AND NEWPORT al TO BREMEN 
AND HAMBUR 

8.8. NEVADAN (via Boston).......ccccscccscccccesces July 10 
Ee eae ee ee ae re b 


NEW ORLEANS TO BREMEN AND HAMBURG 
OI sacsccegeccoveyesssovesssovaged Late July 
eg) | erneetoseoneesenerrennnce:: Late August 


Through bills of lading via Hamburg issued to all Scandinavian 
and Baltic Ports 





U. S. Government Ships 


NEW YORK TO DUTCH EAST INDIES 


Penang, Belawan-Deli, Port Swettenham, Singapore, Batavia, 
Samarang, Soerabaya 

i, EE , L, ccicenn.cl $n:s ee ide once eddewes hewmen July 15 

es caso nemse bn cacensesniewes in Aug. 10 


Steamers take cargo for a ~~ reaaamaa and Syrian Coast 
0 
Loading Pier 21, Pouch Terminal, Clifton, 8. L 


General Offices: 39 BROADWAY, New York 


Telephone Whitehall 1020 
WESTERN FREIGHT OFFICE 


Chicago, 327 South LaSalle Street Phone Wabash 4891 
BRANCH OFFICES 

Boston, 40 Central Street Phone Congress 3024 

Cleveland, 242 The Arcade Phone Main 2150 

Philadelphia, Bourse Bldg. Phone Lombard 7050 

Pittsburgh, Oliver Bldg. Phone Grant 7431-2 

Rochester, Commerce Bldg. Phone Main 7150 


GENERAL PACIFIC COAST AGENTS 
Williams, Dimond & Co., 310 Sansome St., San 
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the question of establishing stational facilities In the first three 
named cases the Commission found that the conditions did not 
warrant an order requiring the defendant carrier to maintain 
certain station facilities, although without determining whether 
the Commission had the jurisdiction to require interstate car- 
riers to erect or to continue to maintain station facilities at 
particular points. 

In the case last referred to, the Commission makes the 
statement that it is incumbent upon carriers to provide adequate 
station and warehouse facilities for the expeditious handling and 
delivery of freight transported by them, but did not have before 
it the question of its authority to require the carrier to establish 
a station at a particular point or to maintain one at that point, 
nor to add to existing station facilities. 

Furthermore, as we understand it, the legislature of a state 
has the power to require carriers in the carrying on of their 
business as such, to afford every reasonable facility and con- 
venience for the transaction of such business with the patroniz- 
ing public and this power may be delegated to a commission 
by the legislature. 

Therefore, whether an order would issue in the instant case 
depends upon whether or not the conditions are such as to 
mee” it, as to which the Commission or a court is to be the 
udge. 

Liability of Initial Line for Loss of Shipment by Connecting 
Carrier 


New Jersey.—Question: We made a shipment all-water 
which was delivered to the consignee damaged. Claim was filed 
for the loss with the initial line, who, after investigation, de- 
clined to pay same, stating that the shipment was transported 
by them as far as possible and transferred to a connecting line, 
without exception. Also, that they are unable to find any record 
of delivery at destination or collect the amount of the claim 
for the reason that the connecting line has gone out of business. 
Please advise the extent of their liability as the initial carrier. 

Answer: In a number of American states it is held that 
a@ common carrier which receives goods consigned to a point 
beyond the terminus of its own line is liable for loss or injury 
occurring on a connecting line if it does not by contract limit 
its liability to loss or injury occurring on its own line. In most 
of the states, however, and in the federal courts, the rule 
formulated by the decisions of these courts is that, in the ab- 
sence of any contract, usage, or statute to the contrary, or of 
any partnership agreement between connecting carriers or joint 
contract for transportation, the liability of the initial carrier, 
notwithstanding the fact that the goods are marked to a point 
beyond its line, terminates when it transports the goods to the 
end of its line and delivers them to a connecting carrier to be 
transported to their destination. 

Under the Carmack amendment, that is, section 20 of the 
interstate commerce act, whenever an initial carrier accepts 
goods for shipment to a point on another line in another state 
it is conclusively treated as having made a through contract 
of shipment and will be liable for any loss or injury occurring 
on any connecting line over which the shipment may pass, as 
well as for loss or injury occurring on its own line, and this 
liability is not affected by the fact that the connecting carrier 
is insolvent. 

The liability of the initial carrier in the instant case is 
necessarily dependent upon the determination of which of the 
rules given above is applicable to the carrier in question. 
Storage Charges on Goods Refused by Consignee Because of 
\ Being Damaged in Transit 

New York.—Question: Shipment arrives damaged. Is re- 
fused by the consignee. A duplicate shipment is made and 
claim made against the carrier and offer made to allow salvage 
if returned. Carrier assesses storage charges according to Fair- 
banks’ Tariff and will not allow these charges on amended Dill. 
Should claimant not be entitled to storage charges so assessed? 

Answer: It is stated in numerous decisions of the courts 
that a consignee may not refuse to accept a shipment which 
has been damaged in transit, but must accept the goods and 
hold the carrier liable for the difference between the value of 
the goods in their damaged condition and their value in an 
uninjured condition. Based upon this rule of law, it would seem 
to follow that a carrier may assess storage charges on such 
goods while held awaiting disposition by the owner thereof. 


Mixed Shipments—Under Rule 10. Articles Subject to Rule 34 


lowa.—Question: Please refer to section 3 and 3-A of rule 
10 of the Consolidated Classification, which provides that if the 
charges aggregate less when commodities shipped in mixed car- 
loads are considered as two or more separate carloads, then the 
charges so figured will apply. This section of the rule states 
that each carload shall be based on the highest minimum weight 
provided for any of the articles therein. 

When basing charges according to the above, are we to 
use rule 34 in connection therewith? If, for instance, a mixed 
carload of furniture is shipped in a 50-foot car, about one-half 
the weight, 8,600 pounds, being chairs knocked down flat, and 
the balance of car being chairs and other furniture set up. 
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The Official Classification provides minimum weight 24,000 
pounds at fifth class on chairs, K. D., and minimum weight 10,- 
000 pounds, at second class on chairs, set up, both commodities 
being subject to rule 34 of the classification. 

Please advise whether rule 34 would apply when considering 
mixed carloads as two, or more separate carloads, such as are 
provided for in rule 10, section 3-A. 


Answer: It is our view that all the provisions of rule 10 
respecting the “highest rate” and “highest minimum weight” 
provided for any of the articles to be loaded as a mixed ship- 
ment, contemplate a comparison of (1) the carload rates, and 
(2) the carload minima, applicable to each article when shipped 
in straight carloads. It is contemplated in tariff publication 
that the shipper shall be able to compute his rates before actual 
shipment. Following up this theory, rule 10, in effect, directs 
the shipper to first determine the straight carload rate with its 
corresponding minimum weight, on each article; then, by com- 
parison, to select the highest rate and (as to section 3-A) the 
highest minimum weight, of all the rates and all the minima 
involved. This selection will form the basis of charge when 
these articles are all loaded into the same car. 


This mixture is not found to be subject to rule 34, even 
though some or all of the articles, if shipped separately, would 
be subject to the latter rule. If we were to hold that the mini- 
mum weight on one of the articles should be determined by 
the size of car ordered for the mixed shipment, it would be 
the equivalent of saying that before we can determine the mini- 
mum weight (on articles subject to rule 34 when in straight 
carloads) for comparative purposes in arriving at the minima 
for the mixed carload, we must first decide what size of car we 
will order for the mixture, then use that length of car in con- 
nection with rule 34, for the purpose of determining the indi- 
vidual minima. This manner of construction would lead us 
into a circle and get us nowhere. The minimum of the chairs, 
set up, would be determined only by the minimum for the mix- 
ture, and the minimum for the mixture, according to the rule, 
depends upon the minimum of chairs when shipped in straight 
carloads. We cannot use the size of car to be used for the 
mixed shipment in determining the individual minima. Neither 
may we assume that the lowest minimum, that is, the one fixed 
for the shorest car, is proper to use for comparative purposes, 
for that would be to assume the size of car which would hava 
been ordered for each lot of chairs had they been forwarded in 
straight carloads, whereas the shipper, through error or other- 
wise, might have ordered a car larger than the standard. 


We cannot satisfy ourselves that any specific basis for mix- 
tures is provided for articles subject to rule 34, for it is not 
possible to determine what the individual minima are, for work- 
ing out the minimum weight for the mixture. Briefly, the indi- 
vidual minima must, according to rule 10, section 3-A, fix the 
mixed minimum weight. The latter cannot fix the former. The 
former cannot be determined, for there is no rule requiring the 
minima fixed for any particular sized car to be used in working 
out the comparison, on which comparison the entire application 
of the rule is predicated. Note that the highest minimum to be 
selected must be one fixed for “any of the articles therein,” 
and not the minimum applicable to a mixed carload of all the 
articles loaded therein. We do not locate a case in point passed 
upon by the Commission. 


Shipment Held in Transit for Prepayment of Freight Charges 


Mississippi—Question: Carload shipment of lumber was 
shipped by ourselves, from R to Smith Company at EB. Agent 
at R issued clean bill of lading. All shipments from R are 
weighed and the billing checked at M. After we had mailed the 
original lading to our customer, agent at M advises that E is 
a prepay station, and tht we will have to prepay the freight. 
We immediately take up with our customer, who advises that 
the shipment is for Jones Company at E, and gives us the av- 
thority to reconsign to avoid prepaying (change name of con- 
signee). This we request the agent at M to do, referring him 
to the Official List of Open and Prepay Stations, which shows 
that shipments destined to Jones Company may be billed collect. 
The agent at M makes the change in the name of the consignee 
and lets the shipment go forward. However, he charges a re 
consigning charge of $2.50 for performing this service. 


Upon our filing claim for refund in this sum, he states that 
this charge is correct, as the change in the name of the con- 
signee constitutes a reconsignment as defined in the road’s re 
consigning tariff. We hold that the agent at R was in error 
when he issued collect lading, and that if he had notified us 
that shipments for Smith Company at E would have to be pre- 
paid, we would not have shipped to this concern, but would 
have shipped to Jones Company; and, furthermore, that the 
shipment should never have left point of origin until the freight 
was prepaid, or, rather, M, where car was weighed, and that 
in that case we were entitled under the provisions of their 
reconsigning tariff to a free reconsignment provided same was 
made before car had left initial billing point, and involved n0 
extra or additional movement of the car. And that it was not 
our fault that they had let the shipment move from M, billing 
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142 Fragile Articles—and no damage! 


HE GILL GLASS COMPANY recently shipped these 142 fragile glass 


globes from Philadelphia to Milwaukee in Container Club Fibre—and 
not one was broken! 


If our fibre can carry the most fragile glass—what can it wet do? 


Members of The Container Club design fibre boxes of superior quality not only to carry 
glass but most other medium-weight items—and on up, including iron and steel. We pack 
over 2,000 products. Very likely we can pack yours—and save you good money. 

Your product should not go into ill-fitting boxes. Our fibre boxes are fitted to each item 


that’s packed. When designed by our Members, your goods go from factory to destina- 
tion in perfect condition. This satisfies customers. 
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It saves contents from damage in transit It saves your customer— FOR YOU! 
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Most likely our fibre will lend itself to the goods which you make. If it does, a big 
shipping problem is solved. 


This advertisement is our invitation to you—to ask us about it. Your quick response 
will advantage us both. 
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Address: 







— builders of CORRUGATED and SOLID fibre containers 
of very superior quality. Their individual plants—some forty 


[ Note: The Container Club is an Association of manufacturers a 
in number— are located from Massachusetts to California 
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Dept. A4, 608 S. Dearborn St., Chicago 
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reading prepaid, before we had given them any instructions re- 
garding same. 

Might state that the same day we were advised regarding 
the prepaid requirement, we gave instructions to change name of 
consignee. — 

Also include official ruling reference, to which we can refer 
the prepaid requirement, we gave instructions to change name of 

Answer: In Ruddock Orleans Cypress Company vs. Direc- 
tor-General, N. O. T. M. et al., 55 I. C. C. 236, a carrier accepted 
billing from complainant on a car of lumber consigned to 
Violet, La., a prepay station, freight charges being billed collect. 
On the following day and on each of several days thereafter, the 
carrier notified complainant that shipment could not go forward 
without prepayment of charges. In the interim demurrage ac- 
crued. The Commission held that the time of detention was 
chargeable to the consignor, that the car was being held for the 
consignors action in prepaying the charges. 

In Maloney Tank Company vs. St. L.-S. F. R. R. Co., 42 
I. C. C. 605, and Good-Hopkins Lumber Company vs. G. N. Rail- 
way, 51 1. C. C. 99, the Commission calls attention to the fact 
that the shipper is chargeable with knowledge of the rules, rates, 
charges and conditions under which he ships and the absence 
of knowledge thereof affords no ground for reparation of excess 
charges accruing because of lack of such knowledge. As the 
carriers tariffs provide information as to open and prepay sta- 
tions, the shipper should have known that charge must be pre- 
paid when forwarding the shipment. While the carrier was in 
error in not collecting same in advance, the shipper is, none the 
less, at fault. The consignor being the one with whom the 
contract of transportation is made, is originally liable for car- 
riers charges and the carrier is entitled to look to consignor for 
its charges. “In the Matter of Bills of Lading, 52 I. C. C. 721. 

In view of this fact, had you not reconsigned the car, you 
would have been obliged to prepay the freight promptly, and 
the carrier would be within its rights in holding car for such 
payment. The carrier did not compel you te reconsign your 
shipment. You exercised our own alternative of reconsigning, to 
avoid prepayment. 

The Uniform Reconsigning Rules provide, “If a car is di- 
verted or reconsigned in transit prior to arrival at original 
destination, a charge of $2.50 per car will be made for such 
service. (See G. M. & N., I. C. C. 956, for example.) 

Our view is the carrier was bound to assess the charge. It 
is not for the carrier to question the purpose of the shipper 


in reconsigning. It must comply with the order and charge 
accordingly. 


Undercharges: 
Carrier. 


Pennsylvania.—Question: Kindly publish effective date of 
the law providing that carriers shall collect all charges of any 
description due them within a period of three years. I would 
infer that this includes ordinary undercharges, and that it is 
not applicable to charges which were due before enactment of 
the Transportation Act, 1920. In other words, that there could 
be no cases of attempting to make collections of undercharges 
before March 1, 1923, that would be illegal. 

How, in your opinion, does this affect the provisions in the 
Interstate Commerce Act requiring carriers to make collection 
of legal published charges, where a carrier might overlook an 
undercharge and discover later, after the three-year period had 
expired, that the tariff rate had not been collected? 

Answer: Section 16 of the Interstate Commerce Act effect- 
ive February 28, 1920, was amended to provide that all actions 
at law, by carriers subject to the Act, for recovery of their 
charges, or any part thereof, shall be hezun within three years 
from the time the cause of action accrued, and not after. 

Prior to this amendment of the Act the time for the bring- 
ing of actions for undercharges was governed by the statutes 
of limitations of the several states. 

The provisions of the Act referred to above, in our opinion, 
is to be given a prospective and not a retroactive application, 
and, therefore, a suit may be filed within the periods of limi- 
tation of the several states, but not later than February 28, 1923. 

While, under the law, it is the duty of a carrier to make 
collection of the legal rate, the provision of section 16 in question, 
as it is worded, bars conclusively an action therefor after three 
years from delivery of a shipment. 


Damages.—Measure of for Conversion 

Florida.—Question: We note in your issue of June 17th, 
1922, page 1351, decision as follows: 

“Measure of Damages Provided in Bill of Lading Conclusive. 
A provision in bills of lading that the measure of damages for 
loss of goods shall be the value of the goods at the time and 
place of shipment, and not-of destination is valid and binding 
on the parties.—Ibid.” 

We will be pleased to have your advice what effect this 
has on the McCaull-Dinsmore Co. U. S. Supreme Court decision 
of May 17th, 1920. Also advise by what court this decision was 
handed down; any other information you may have with refer- 
ence to the measure of liability, will be appreciated. 


Time Within Which Suit May be Filed by 
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Answer: The decision referred to above was handed down 
by The Supreme Court of Missouri, Division No. 1, in Kemper 
Mill & Elevator Co. vs Hines, Director General, 239 S. W. Rep. 
803. The court in this case has evidently overlooked the deci- 
sion of the Supreme Court in the McCaull-Dinsmore Case, 253 
U. S. 97, and is relying upon the decision in the Blish Milling 
Co. Case, 241 U. S. 190, a prior decision of the Supreme Court, 


The destination value, under the former decision is the proper 
basis of recovery. 


Refund of Tax on Freight Charges 


Minnesota.—Question: Referring to The Traffic World of 
June 17th on page 1354 under item “Refund of Tax on Freight 
Charges.” 

We would call your attention to the fact that the Department 
of Internal Revenue has ruled “that in cases where a consignor 
or consignee suffered loss or damage to a shipment, and later 
files claim against the carrier for recovery of the amount in. 
volved, it is considered improper that the amounts represent- 
ing taxes on the transportation charges should be refunded, 
either by the carrier or the Commissioner of Internal Revenue, 
even though the carrier may in settlement for the loss and 
damage include an amount partially or wholly reimbursing 
claimant for the amount paid as transportation expenses. It 
is, therefore, held that claim for refund of transportation taxes 
paid on shipments incurring loss or damage can nut be favor- 
ably considered by this office.” 


If-we understand your answer correctly, it does not cover 


a case where freight charges were refunded in connection with | 


a loss and damage shipments and war tax also was due. 

Answer: In our answer we endeavored to show that if the 
market value at destination is the basis of settlement, the war 
tax paid should not be refunded, as it is presumed that the cost 
of transportation will be reflected in the higher value of the 
commodity at destination over that at point of origin due to 
its transportation to a market. 


Refund of Tax on Freight Charges 


Pennsylvania.—Question: I note your answer to “Canada” 
on page 1354 of your issue of June 17th, 1922, particularly the 
first sentence concerning the liability of the carrier for loss in 
transit. 

It seems to me that there is a broader view of this matter 
to be considered, i. e., the item of transportation tax represents 
an item of cost at either point of shipment or point of desti- 
nation and the carrier having admitted liability for the loss 
should also assume as a portion of the loss, any war tax in- 
volved. 

I might add that we have several claims somewhat similar 
to this one and we have always insisted that the carrier assume 
the war tax, inasmuch as the war tax represents a transportation 
cost and adds to the value of the shipment at destination, and 
all of these claims have been settled by the various carriers 
to our entire satisfaction. 

We would suggest that your correspondent point out to the 
carrier that this item of tax increases the value of the shipment 
at destination and that it must be included in the amount paid 
in final settlement of the claim. 

Answer: If the market value of a shipment at destination 
is the basis of settlement, this value will necessarily include 
the war tax. If, on the other hand, the invoice value plus the 
freight charges to destination is used, the war tax becomes 4 
part of the damages sustained through the carrier’s negligence. 


Claim: Notice of for Conversion of Shipment 


Pennsylvania.—Question: March 17th, 1920, one of ou 
branches made an order notify shipment which, investigation 
develops, arrived at destination and was delivered March 30th, 
1920, without surrender of the original bill of lading. Our branch 
was somewhat lax in reporting the matter, but developed that the 
shipment was actually delivered, and the delivering carrier 
furnished us with copy of delivery receipt. This delivery re 
ceipt shows that the agent knew it was an order notify ship- 
ment, and required the surrender of the original order bill of 
lading before making delivery. 

Through the failure of our branch not reporting the matter 
promptly, formal claim was not filed until June 2nd, 1921. The 
carrier has declined settlement on the ground that claim was 
not filed within six months from date of shipment, as per sec: 
tion 3 of the standard bill of lading. 

We contend that section 3 of the standard bill of lading 
has no bearing in this case; that the delivery of an order notify 
shipment by a carrier without surrender of the original bill of 
lading, or any other protection, is a railroad error, for which 
the delivering carrier is liable. 

Please advise your opinion in the matter, also furnish refer- 
ence to any court decisions or Interstate Commerce Commission 
rulings on similar shipments. 

Answer. Your claim against the carrier is one for conver: 
sion of the goods in question, by reason of the carrier haviné 
delivered goods shipped on an order bill of lading without re 
quiring the surrender of the bill of lading. Apparently claims 
of this nature do not come within the exception in paragraph 2 
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CHICAGO 
Jos. Stockton Transfer Co. 


1620 South Canai Street, near Tayler Street 
Team ef Every Description—City Deliv Service and Caricad 
om Distributors ad 










THE HEART OF TEXAS 


Weatherred Transfer and Storage Co. 


MODERN FACILITIES FOR 
DISTRIBUTING—WAREHOUSING 
One Block on Mary at 13th Street 


The Logical Distributing Point 
for the Southwest 


General Merchandise, Furniture and Household Goods, 
Storage and Forwarding. 


Light and Heavy Hauling. City Deliveries, Etc. 
Motor Equipment. 
Pool Car Distributing and Forwarding. 
Free Switching on Carload Lots. 


Caddo Transfer and Warehouse Company, Inc. 


615 Market Street, Shreveport, Louisiana 
P. O. Box No. 62 





ALBANY, N. Y. 


HUDSON RIVER STORAGE AND 
WAREHOUSE CORPORATION 


80,000 square feet of floor space, fireproof and non- 
fireproof, devoted exclusively to 


STORAGE AND DISTRIBUTION 


Our modern buildings are located in the natural distributing 
center for this territory, served by the B. & A., N. Y. C., D. & H. 
and West Shore Railroads, the Barge Canal "and the Hudson 
River Freight Lines. 


We have adequate facilities to meet your needs 


44 Broad Street 
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MUSKOGEE, OKLA. 
Muskogee Transfer & Storage Co. 


2—Fireproof Warehouses 


Merchandise and Household Goods 
Stored—Pool Cars Distributed 
Railroad Siding. 





Reduce Damage Claims 


by Rye ning your boxes and crates right. Use nails of the 
right size, spaced to suit the kind and thickness of wood 
used. Our pamphlet on nailing tells you how. It is free. 
Write for it. 
National Association of Box Manufacturers 
1553 Conway Building, Chicago 


The Power in Volume 


The total volume of our bookings is so great that 
we are enabled to offer our clients impartially the 
lowest freight and insurance rates obtainable. 

Your shipment—from a case to a cargo—can 
secure this advantage—if you ship through Andrews. 

Send for our booklet ‘‘What We Do and How 
We Do It.” 

Established 1884 


D. C. ANDREWS & CO., Inc. 
27-29 Water desance New York 


Boston Office Philadelphia Office 
788 Drexel Building 


Direct Freight and Passenger Service From Gulf Ports to 


MEXICO 


THE STEELE LINE 


FROM NEW ORLEANS 
SS SIGVALD—Semi-monthly sailings 


FROM GALVESTON, TEXAS CITY & BEAUMONT 
SS OLGA S.—Semi-monthly sailings 
THE STEELE STEAMSHIP LINE, Inc., Agents 


Offices:—630 Common St., The Steele Bidg., 19 Moore St., 
New Orleans Galveston New York City 


CHESAPEAKE & CURTIS BAY RAILROAD 


General Offices, BALTIMORE, MD. 


New York Offices, 90 West St., New York 


R, R. @OVIN Peeters, 90 West Street, New Yor! E. A. FALL, erage Trafic Manager, 90 West —— od York. 
R. D. UPHAM, F ce ag me 90 = Street, New York. 5. R. DRANEY, es sae Freight and Traffic Manager, West Street, New 
0. E. THURBER, ‘oa Viee- dent, 90 West cee, New York. York. 
ue, Mio Sites" om “Yo Vice "President. in charge of Operation and Traffic, 5. GPokman BOYD, General Counsel, Builders’ Mxchange Bldg., Baltimore, 
N. B. fy OFF, Treasurer, 90 West Street, New Lo & & C KELLEY, General ~~ 90 West New York. 
@. W. S. WHITNEY, Seoretary, 90 West Street, New Yor ” CONNOR, 8 tendent, Wagners Point, Baltimore, Md. 

THOMAS KEARNY, General Solicitor so West Street, New York. 


beaten FROM WAGNERS POINT TO CURTIS BAY 


The Chesapeake & Curtis Bay Railroad 
sorts and to take care of outgoing roy od ‘for foreign coun 
This company maintains a high stan 
offers superior sites for the location of industries of 
2orrespond with Samuel J. Nathan, 80 West 
Mileage at present operated, 7 miles; eaditions 
all coastwise lin 


Ligh connection with 
eitene location for 


— 
Maryland vie fost to Wagners Point, C. & C. B. 


With the 
routes to all points Bast West, North and South. Industries 


Baltimore & Ohio Sewall Branch 
“om our line have the advantage of 


having its terminal at deep water, Baltimore, Md., is in s position to receive all foreign freight destined to interior 

rd of service in the handling of shipments to and from the industziee located on its line. ‘Zbe tesritons covered by. this, selleses 
every description. individuals and corporations contemplating the location 

New York City. Maps ioe aol full information concerning available property 

under construction. 

fe eas of Baltimore See conbecsd pests. 

paioend ia Sok 06 Women Poles, 


of business are invited to 
will be promptly furnished. 


Cc. & C. B. B. B. to Curtis Bay. At Port Covington with the Western 


at Wagners Point. Through connections via these 
flat Baltimore rate. 


93 

















94 


of section 2 of the bill of lading and therefore a suit at this time 
is barred. See Georgia, etc. R. Co. vs Blish Milling Co., 241 
U. S. 190, for a discussion of the requirements for notice of 


claim in the bill of lading and particularly as applied to a case 
of conversion. 


Damages: Time Within Which to File Suit 


Ohio.—Question: We want to call your particular atten- 
tion to Section 3 of the conditions on the reverse side of the 
bill of lading, particularly that portion of the 3rd paragraph 
of section 3 reading “and suits for loss, damage or delay shall 
be instituted only within two years and one day after delivery 
of the property.” 

We would like to know whether or not this clause of this 
section was modified so that suit could be filed after the expir- 
ation of the two years and one day after delivery. 

Answer: In compliance with the order of the Interstate 
Commerce Commission in the Decker Case, 55 I. C. C. 453, the 
uniform bill of lading was modified, effective Feb. 29, 1920 in 
Supplement No. 2 to Consolidated Classification No. 1, to pro- 
vide that where claim had been duly filed with the carrier and 
such claim had not been definitely declined in writing before 
the last six months of the two years and one day period, suit 
could be filed within six months from the date the claim was 
declined by the carrier. This provision was further modified 
on October 20, 1920,-in Supplement 9 to the above referred to 
Classification, in accordance with paragraph 11 of section 20 
of the Interstate Commerce Act. 

Furthermore, in section 206-A of the Transportation Act, 
1920, it is provided that actions at law, including suits for loss, 


damage or delay, may be brought not later than two years after 
the termination of federal control. 


Damage: Time Within Which to File Suit 

Illinois. Question: In your issue of June 10, page 1294, in 
answer to “New York,” under head “Suit for Loss or Damage— 
Time Within Which to File’; you quote the Leigh Ellis Case, 
wherein you say Circuit Court of Appeals said suit was barred 
if not brought in two years as per bill of lading provision. You 
did not answer a most important question asked you. 

By examining Transportation Act of 1920, you will find pro- 
vision as to bringing suit—changed from the old Carmack Amend- 
ment—as amended by the Cummins Amendment; it now provides 
that suit may be brought within two years “from date claim or 
any part thereof is declined in writing by carrier.” Shipment 
in question was made Feb. 3, 1920, delivered at destination 
March 5, 1920, after change in bill of lading provisions as to 
time for filing suits. Date of delivery at destination has always 
been held to be time from. which to reckon two years under 
bill of’ lading clause. See 174 Pac. 781; 149 Pac. 397. Hence 
since no condition arose making it necessary to sue until after 
Congress had, by statute, changed provision in bill of lading 
as to time of filing suit, we feel that two years from day that 
claim or any part thereof was: declined in writing by carrier, 
was limit allowed to shipper to bring suit. 

So far we have been unable to find any court decision on 
it, except that trial courts in Chicago have held with us on 
this point. 

Answer: The law in effect at the time of the making of a 
contract of shipment will, as a rule govern the rights of the 
parties to the contract of carriage. Edward vs Kearzey, 96 U. S. 
595; Nor. Pac. Ry Co. vs Wall, 36 Sup. Ct., 493. Therefore what 
we said in our answer is applicable to the shipment in question. 

With respect to the point made by’ you with regard to 
claims which are not definitely declined within the two year 
period of limitation provided for in Section 206-A of the Trans- 
portation Act, 1920, see our answer to Pennsylvania on Page 
1439 of the June 24, 1922, Traffic World, under the above caption. 


Damages: Measures of, as to Intrastate Shipments 


Ohio.—Question: A car of coal was purchased on contract 
at less than the prevailing market price. There was a loss 
from the car and claim: was filed for the lost coal on the basis 
of the market price—on the assumption that the coal would 
have to Be replaced at the market price. The movement was 
entirely within the state of Ohio, and a railroad company took 
this position—“‘inasmuch as this shipment moved intrastate 
the McCaull-Dinsmore decision will not govern and the claim 
can be settled only on the invoice value of shipment,” 

Can you cite us to any ruling that will prove the position of 
the railroad company to be incorrect? 

Answer: While the McCaull-Dinsmore case covered an 
interstate shipment, the rule of the common law referred to 
therein, namely, that the market value at destination less the 
proper deductions is the measure of damages, is applicable alike 
to interstate and intrastate shipments. in the absence of statu- 
tory provisions to the contrary. See Wilson vs. St. L. & S. F. R. 
Co., 108 S. W. 612 (Mo.); Hovencamp vs Union Stockyards Co., 


180 S. W. 225 (Tex); Brown vs Northwestern R. Co., 54 S. E. 
$29 (S. C.). 


Routing and Misrouting: “Preferred Routing Clause” in Tariffs 
Only for Carriers’ Protection 


California.—Question: A joint tariff contains the following 
provisions with reference to routing: 
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“The routes shown in tariff are those via which an agreed 
basis of division is in force. If for convenience of, or through 
error of carriers, or in order to promote speed and efficiency of 
transportation, shipments are routed by carriers via other junc- 
tion points, but over the line of carriers parties to this tariff, 
the rates published will apply.” 

Does this rule confer on the carriers a routing right which 
the shipper does not enjoy, under this rule, designate route, 
through junction points not specifically shown by tariff, but over 
lines of carriers parties to the tariff and be protected on the pub- 
lished through rate? 

Answer: Rule 4-j, Interstate Commerce Commission’s Tariff 
Circular 18-A, provides the following: 

1. When a tariff specifies routing, the rates may not be applied 
via routes not specified. 


In the absence of routing directions in the tariff the joint rates 
shown therein are applicable between the points specified via all routes 
formed of lines parties to the tariff. 


3. That a tariff may carry a clause to the effect that if from any 
cause shipments are sent via other junction points but over the lines 
of carriers parties to the tariff, the rates will avnvly. 

4. That if agent of carrier bills or sends shipment via a route or 
junction point that is covered by the tariff but via which no division 
of the rate applies, it is for the carriers to agree between themselves 
upon the division of the rate. and the intermediate and delivering 
carriers may demand from the misrouting carrier their full local 
rates for their respective services. 

The first and second provisions are for the benefit of the 
shipper, the other two, for the carrier. The shipper may rely 
upon the specifically published routes, if there are any such, 
in the tariff and on nothing else; if no routes are specified in 
the tariff, the shipper may forward his shipment over any route 
made up of lines parties to the tariff and the joint through rate 
will apply. Section 15 of the Interstate Commerce Act gives the 
shipper the right to select his route and imposes the duty upon 
the carrier, without qualification, to observe the shipper’s rout- 
ing instructions. For this reason, since the carrier has no pos- 
sible interest in questioning a shipper’s routing as long as it is 
possible of execution, provision No. 3 above quoted is not for the 
guidance of the shipper, because the carrier may not, has no 
right to, inquire into the shipper’s cause or reason for sending 
a shipment over a route not specified nor authorized by the tariff, 
and if we were to say that No. 3 was for the shipper’s benefit, 
the shipper by showing a “cause” could in every instance defeat 
the specified routing in the tariff. 

Reading provision No. 3. in the attendant provisions of No. 4, 
we find that by incorporating No. 3 in its tariff and the carriers 
parties thereto concurring in same, a misrouting carrier may 
avoid the penalty which its connections may rightfully impose 
upon it, provided in No. 4. In other words, if a carrier forwards 
a shipment over a route via which the through rate is not ap- 
plicable, it is placed in the same light as an ordinary shipper, 
and must pay its connection its local rate for hauling the ship- 
ment. The carrier does not wish to become a shipper for the 
account of its patrons and have its connection haul its patron’s 
goods and it, the originating carrier, have to foot the bill. By 
incorporating the clause to which you refer, an arrangement is 
made whereby the carriers will, for their mutual protection, ap- 
ply the joint through rates even though some carrier has departed 
from the routing provisions ofthe tariff, and the misrouting line 
will not be penalized by having to pay the connection’s local 
rate which it, like any other shipper, would have to do in the 
absence of this reciprocal provision. 

The rule which you cite is even more specific in setting 
these facts forth, than the rule in the Commission’s tariff cir- 
cular, for it will be noted, that only for convenience or error 
of carriers parties to the tariff may shipments be adversely 
routed, and then the privilege extends only to those cases 
where “shipments are routed by carriers via other junction 
points” There is absolutely no provision authorizing the ship- 
per to route his shipments contrary to the specified routes. 


Interstate Versus State Rates on Shipments Moving by Water 


to South Atlantic Port and Express to Inland Destination on 
Port Combination Rates 


Pennsylvania.—Question: Shipment moves from Philadel 
phia, Pennsylvania, to Savannah, Georgia, via water line, care 
of S. E. or American Express Company at Savannah, Georgia, 
for forwarding to points within the State of Georgia. These 
shipments move on a through billing and prepaid through by 
the water carrier, moving on a local rate to Savannah, Georgia, 
plus express rate from Savannah. The interstate express rate 
is applied by the carrier, they claiming that it is an interstate 
movement. There is no through rate published by a water car- 
rier involving a combination of water and express shipment. 

We would like to know if the Interstate or Intrastate rate 
applies, as we can not understand why any tariff but the No. 4 
schedule, American Railway Express, I. C. C. No. 1400 can be 
applied after the shipment arrives: at Savannah, Georgia, by 
water? You will recall that Georgia Express rates were not 
increased in accordance with order of the Interstate Commerce 
Commission, September 21, 1920, Case No. 11326. Also, can we 
be charged with two minima on a movement of this kind, as 
the writer is under the impression that it is unlawful to collect 
such a charge on combination rate? 


Answer: In A. & S. S. Company versus O. S. S. Company of 
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PORTLAND, OREGON 


OREGON TRANSFER COMPANY 


Established in 1868 
General Transfer and Storage Business 


Four Warehouses on Terminal Tracks 
255,000 Square Feet 
Special attention given Merchandise Stocks, 


Storage Accounts and handling of Car-. 
loads for Distribution. 


NO SWITCHING CHARGE ON CARLOAD SHIPMENTS 
CHICAGO OFFICE: 123 West Madison Street 





REGULAR SERVICES 
FREIGHT and PASSENGER 
Between 


Ww YORK MONTREAL 
BALTIMORE BOSTON 


and 


PHILADELPH 
PORTLAND, ME. 


UEENSTOWN 
PLYMOUTH 


LONDON 
LONDONDERRY 
CHERBOURG 


ANTWERP BRISTOL 
HAMBURG GLASGOW 
MEDITERRANEAN 
LIVERPOOL ROTTERD 
SOUTHAMPTON DANZIG 
LEVANT 

Import and Export Freight Shipments Solicited 
COMPANY’S OFFICES, Cunard Building, CHICAGO 


S. W. Cor. Dearborn and Randolph Sts. Telephone Central 2050 








: ™ ¢ : eet Ps. : 
“Ship by W 
(EEE SE SE ARRIETA Ee RE AT TT ELT TO TOT 
PROMPT, REGULAR SERVICE VIA 


WILLIAMS LINE 


Los Angeles Harbor, San Francisco, 
Portland, Seattle and Tacoma 


FROM 


New York, Baltimore 


Norfolk, Philadelphia 


Thru bills of lading issued to 
San Diego, Oakland, Stockton, and Sacramento, Calif.; 
Hawaiian and Far East Points; Astoria, Ore.; Grays Harbor 
and Puget Sound Ports, Wash.; Vancouver and Victoria, B.C. 


For rates, Dates of Sailing and other information apply to 


WILLIAMS STEAMSHIP CO., Inc. 
Moore and Water Streets, New York Telephone, Bowling Green 7394 
Baltimore, Md. ‘Philadelphia, Pa. _— Pittsburgh, Pa. Cleveland, Ohio 

39 South St. Drexel Bldg. Oliver Bidg. Marshall Bldg. 
And at our Branch Offices at ports of call, etc. 
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NAWSCO LINES 


REC INTERCOASTAL 


REGULAR 


NEW YORK 
BALTIMORE 





FREIGHT 
SERVICE 


PORTLAND 
BOSTON 
PHILADELPHIA 


and 


LOS ANGELES 





PORTLAND 


SAN DIEGO ASTORIA 

SAN FRANCISCO SEATTLE 

OAKLAND TACOMA 
VANCOUVER 


NORTH ATLANTIC AND WESTERN S.S. CO. 


Owners and Operators, U. S. Shipping Board Ships 
BOSTON: 111 Summer St. 


NEW YORK: 11 Moore St. BALTIMORE: American Bldg. 
PHILADELPHIA: 136 So. 4thSt. | PITTSBURGH: 601 Bessemer Bldg. 
PORTLAND: 36 Exchange St. CHICAGO: 112 W. Adams St. 


or ADMIRAL LINE Pacific Coast Ports 
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A prominent New England executive, who is 
an authority on distribution, recently made 
this statement to us: 
‘‘Do you know that not one firm out of ten 
here in New England that could save immense 
= ne of money by using warehouses are using 
them ?”’ 


We shall be glad to show you how these 
savings are accomplished. 


Distribution Service. Jnc, 
123 W. Madison St.Chicago, Ill. 
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BIRMINGHAM 

Harris Transfer & Warehouse Co. 
CHICAGO 

Currier-Lee Warehouse Co. 
CLEVELAND 

— Street Terminal Warehouse 


DENVER 
— Transfer & Storage 


DETROIT 

Merchants Warehouse Co. 
EL PASO 

International Warehouse Co. 
FORT WORTH 

— Keefe Fireproof Storage 


HOUSTON 
Btayen-O'Keoke Fireproof Storage 


KANSAS CITY 
Central Storage Co. 
LOS ANGELES 
Union Terminal Warehouse Co. 
LOUISVILLE . 
Louisville Public Warehouse Co. 
OMAHA 
Gordon Fireproof Warehouse & 
Van Co. 


PHILADELPHIA 
ee Warehouse & Transfer 


PORTLAND 
Oregon Transfer Co. 
SAN FRANCISCO 
San Francisco Warehouse Co. 
ST. LOUIS 
S. N. Long Warehouse. 
ST. PAUL 
Central Warehouse Co. 
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Savannah, 26 I. C. C. 380, and numerous other cases, the Com- 
mission has held that it has no jurisdiction over port-to-port 
rates, for they are not subject to the Act to Regulate Commerce. 
It, therefore, follows that if the rates~from’Philadelphia to in- 
terior Georgia destinations are made by using the water rate 
from Philadelphia to Savannah, plus the inland rate, the mini- 
mum charge established by the boat line and that of the rail 
carriers must both be protected. There being no joint through 
rate via this route and the water local not being subject to the 
rules of the Commission, there can not be a joint through mini- 
mum charge. 

As to whether the interstate or Georgia state express rates 
should be assessed on such movements, covering the interior 
portion of the transportation, we must consider this in the 
answer to the question as to whether the movement from the 
port to the interior is interstate or intrastate commerce. 

In Louisiana Railroad Commission versus T. & P., 229 U. S. 
336, where staves were billed locally to New Orleans from points 
in Louisiana, unloaded, then exported by steamer, the Supreme 
Court held that “it is the essential character of the commerce,” 
which determines the state or federal contral over it; also that 
“it takes character as interstate or foreign commerce when it 
is actually started in the course of transportation to another 
state, or to a foreign country.” 

In the views of the above, the interstate rates are applicable 
to the shipments in question. The Georgia State Commission 
having no jurisdiction over either foreign or interstate traffic, 
its rates can not be lawfully applied thereto. 


Misrouting: By Ocean Carrier in Ocean-and-Rail Traffic. 


New York.—Question: We made some shipments of soap 
from New York to Nashville, Tennessee by Clyde Line, leaving 
the route open. The Clyde Line forwarded same by their con- 
nection, the N. C. & St. L. Railway and assessed us a freight rate 
of $1.341%4 per cwt. as per tariff No. 750-P-ICC-410. These ship- 
ments carried a released valuation clause on the bill of lading. 
The Clyde Line informed us that if we had routed the ship- 
ment on the L. & N. Railway, the rate would have been lower. 
It is our contention that in leaving the route open, the Clyde 
Line should have forwarded the shipment via cheapest route or 
notified us of the difference in rates. Please advise and quote 
authority. 

Answer: Soap taking fourth class rating per Southern 
Classification, from New York to Nashville, Tennessee, when 
routed via the Clyde Steamship Line c/o the N. C. & St. L. is 
subject to the rate of $1.34% per 100 lbs., per Supplement 22, and 
reissues, Clyde Line’s I. C. C. 410. The class rates from New 
York to Nashville do not apply in connection with the L. & N., 
neither do we locate a joint through rate on soap from New York 
to Nashville in connection with the latter line. We are of the 
opinion, therefore, that if there is a rate lower than $1.34%4, via 
the L. & N. to Nashville, it must be made up on some: com- 
bination. If it is the Atlantic Port combination of the Clyde’s 
water rate to the port and the rail rate via L. & N. from port to 
Nashville, we can not construe a misroute from this transaction. 
The Interstate Commerce Commission has no jurisdiction over 
port-to-port rates and there is no coordination of the United 
States Shipping Board coast-wise rates with those of the rail 
lines so as to bring them under one jurisdiction. The Commis- 
sion in determining the question of misrouting will (except in 
the case of lower intrastate rates) recognize only rates which 
the law compels the carrier to file with the Commission. Port- 
to-port rates do not come within this class. “Fish from Virginia,” 
42 1. C. C. 415. 

Let us assume, however, that if we had a low commodity 


rate published from New York to Birmingham, Alabama, via 
the Clyde Line, c/o the Seaboard Air Line at Charleston and this 
added to the local L. & N. rate from- Birmingham to Nashville 
would produce a lower aggregate charge than the $1.34% rate 
via the N. C. & St. L., the Clyde Line would be responsible for 
misrouting the shipment. In the supposed case, all the rates 
would be on file with the Commission and it would have the 
jurisdiction. Attention is here directed to Conference Ruling 
214-(c) which provides that in the absence of routing instruc- 
tions by the shipper, the carrier’s agent must forward shipment 
via the cheapest available reasonable route, and shall make 
refund of the difference (see paragraph (d)), between the higher 
rate charged and the lower available rate, in case it forwards 
car via the more expensive route. 


Misrouting: When Shipper’s Routing Instructions Incomplete, 
yet Consistent with the Cheapest Reasonable Route; or 
When Two Routes are Available, Consistent with Routing 
Instructions, Carrier Must Forward Via Cheaper Route. 


Virginia——Question: On traffic moving from Southern points 
to points in New York State, routed Southern Railway and 
Pennsylvania, as a general proposition, would the rates through 
Norfolk be protected, even though shipments were handled 
through Potomac Yards? We are asking this in view of the 
fact that N. Y. P. & N. Railway is today part of the Pennsyl- 
vadia Railroad and even though shipments were merely routed 
Southern Railway and Pennsylvania, it occurs to us that if there 





Vol. XXX, No. 2 


is lower rate prevailing through Norfolk-Gateways, same should 
be protected. 

Answer: In Atlas Cereal Company versus Director General 
and’C. & N. W. Railway, 59 I. C. C. 1638, car of poultry feed 
originating at Milwaukeerwas forwarded via the C. & Ni W., c/o 
“Cc. B. & Q.” to Clarinda, Iowa, no junction specified. Car 
moved through Sterling, Illinois, on a class rate. A lower com: 
modity rate was available through Chicago, care of the C. B. & 
Q. The Commission held this a case of misrouting and ordered 
refund to basis of the lower rate. 

If, in your case, shipment was routed via Southern Railway 
and “Pennsylvania Railroad,’ and no junction point between 
these two lines was specified in the bill of lading, the Southern 
should have forwarded over the cheapest route consistent with 
these instructions, delivering car to the P. R. R. at Pinner’s 
Point. If shipment moved prior to the N. Y. P. & N’s. becoming 
a part of the P. R. R., the routing would have been complete for 
only one junction point (Potomac Yards), would have been 
available where the Southern could deliver to the Pennsylvania, 
and it would have had no duty to deliver car to the N. Y. P. & 
N. at Pinner’s Point. McCaull-Dinsmore Company versus C. B,. 
& Q., 48 I. C. C. 507. 


Tariff Interpretation: Rate Constructed by Using Arbitrary- 
Over-Basing-Point Plan, Not Available in Presence. of Speci. 
fic Through Rate from Origin to Destination, Where the 
Basing Book Under This Plan Exempts-Rates So Constructed 
Wherever Specific Rates Provided in Other Tariffs 
Ohio.—Question: We recently forwarded a carload ship- 

ment to a point located in Georgia, there being no through rate 

from point of origin to destination. It is our belief that we can 
use any number of local rates in making up the cheapest com- 
bination, which in this instance was to Virginia Cities, plus 
arbitrary to Bristol, local rate Bristol to Chattanooga, and local 
rate beyond. The railroad company is now presenting expense 
bill for additional charges on the basis of through rate from 

shipping point through to Bristol as named in Kelly’s Tariff I. C. 

C. 854, stating that basis of rate published in Erie Rate Basis 

and Billing Instructions No. 700 I. C. C. A-5652 under heading 

of application of Rate Basis, states that basis of rate published 
in tariff only applies in the absence of through rate to the desti- 
nation named therein and on this basis we would only be en- 
titled to use the two locals, one up to Bristol and from there 
to destination. We have been unable to locate ruling on a case 
of this kind and would like your opinion as to whether we are 
correct in claiming the combination of four local rates to apply. 

Answer: Erie Railroad Rate Bases No. 700, I. C. C. A-5652 
provides a basis for constructing rates from points in Ohio 
(including Kent) to Bristol, Tennessee-Virginia, by addition of 
arbitraries to the Norfolk rates, in Note 1, page 90 thereof. This 
provision is conditioned, however, by the provision “except as 
provided in Application.” Under “Application of Rate Bases,” 
page 156, provision is made as follows: “The bases for rates, 
published in this issue, will apply only in connection with tariffs 
of initial lines in which reference is given to this issue, and only 
in the absence of specific through or point rates to the dest!- 
nation named in this issue, via the routes shown.” 

The route from Kent, Ohio, for example, to Bristol, is via 
Erie, Marion, Ohio, Hocking Valley and N. & W. 

Kelly’s I. C. C. 854 specifically provides a joint through 
rate via the above route from Kent to Bristol, and this fact 
automatically places traffic moving between these points under 
the “exception” of the Erie basing book, because we have no 
“absence of specific through or joint rates” to Bristol, and it is 
only in the absence of such that we may use the arbitrary-over- 
Norfolk basis in determining the rate from Kent to Bristol. 

The proper basis is, therefore, the rates in Kelly’s I. C. C. 854 
plus the rate beyond Bristol to destination. 


CAPE COD CANAL PURCHASE 


The Trafic World Washington Bureau 


Provision for purchase by the government of the Cape Cod 
Canal property for $11,500,000 has been made in a Senate com- 
merce committee amendment to the rivers and harbors bill. A 
bill to accomplish the same end is pending in the House, having 
been favorably reported by the House committee on interstate 
and foreign commerce. Provision also had been made for the 
purchase of the Dismal Swamp canal, which runs from Chesa- 
peake Bay to Beaufort, N. C., for $500,000. Chairman Jones said 
the committee believed that both canal properties would have 
to be bought by the government sooner or later and that the 
only question was whether the purchases should be made now 
on account of the condition of the federal Treasury. He said 
the committee decided, however, by a substantial majority, t0 
buy the canals now. 


, SOUTHEASTERN CLASS RATE INVESTIGATION 
‘The Commission has announced that the cross-examination 
of the carriers’ witnesses at Atlanta will be begun July 13 it 


stead of July 12. as previously announced, in the southeasterl 
class rate investigation. 
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Pacific—Caribbean— 
Gulf Line 


DIRECT SERVICE 
BETWEEN 
NEW ORLEANS 
GALVESTON 
HOUSTON 
MOBILE 


AND 
San Diego, Les Angeles Harbor, San Francisco, 


Portland, Tacoma, Seattle and other Pacific 
Coast Ports via Panama Canal 


SS “REDONDO” and “COVENA” From the Gulf, Ist half July 
Al Steamer - 2nd ‘ 


SS “ELDORADO” and “AGWIDALE” From the Pacific Coast, Ist half August 
SS “NYANZA” “Middle August 
Al Steamer = 2 “2nd half August 


Rates quoted, bookings and ne oe information furnished upoa 
THE STEELE STEAMSHIP LINES, Incorporated 
GENERAL GULF AGENTS 
630 Common St., New Orleans, La. 
SWAYNE & HOYT, Ine. 50 Broad St. 

430 Sanso: 


me St. New York City 
San Francisco, 


= _ = 








ROUTE YOUR CARGO VIA 


MobilexGulfport~Pensacola 
SHORT LINE EXPORT OUTLET 


From Mississippi Valley and Ohio Valley Points 


Liner Service: Liverpool, Manchester, Glasgow 
Belfast, Dublin and Bristol Channel Ports ; 
Hamburg and Bremen 


We Solicit General Carge 


LONDON AND EAST COAST OF ENGLAND 
EFFINGHAM. .......ccccccee Sailing from Mobile July 10th 


Sailing from Pensacola August 2nd 
CLAVARACEE on. v5 occ cscecvess 1 Sailing from Gulfport August 6th 
Sailing from Mobile August 15th 
EFFINGHAM or Sub........ Sailing from Mobile September 15th 


LIVERPOOL AND NEWPORT, MONMOUTH 


WILDWOOD................. Sailing from Gulfport July 9th 
raperaee | Selling from Mobile July 15th 
LIVERPOOL AND MANCHESTER 
MAIDEN CREEK............ Sailing from Mobile July 30th 
COAHOMA COUNTY or Sub.. Sailing from Mobile August 30th 
LIVERPOOL 
MPOUMUMEA .. occ cccscccvsc Sailing from Mobile August 15th 
WILDWOOD or Sub......... Sailing from Mobile September 15-18th 
HAMBURG AND BREMEN 

WEST IVIS or Sub.......... Sailing from Mobile about July 28th 

WEST HARDAWAY or Sub. Sailing from Moblie August 30th 

ANTINOUS or Sub.......... Sailing from Mobile September 15th 

BARCELONA 

CARDONIA or Sub.......... Due Late July—Early August 
LISBON, OPORTO, SANTANDER, AVILES 

SAUGERTIES or Sub........ Due Mobile about July 12th 


Waterman Steamship Corporation 
MOBILE, ALABAMA 
_ Our Service Backed by 18 Years’ Experience 
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NEW YORK-LOS ANGELES-SAN FRANCISCO 


DIRECT SERVICE 
via PANAMA CANAL 


WEST COAST CENTRAL AMERICA, MEXICO 
Calling at Norfolk, Va.; Corinto, Nicaragua, La Libertad, Salvador; 
San Jose de Guatemala and Manzanillo (Havana, Eastbound) 


S.S. SANTA ANA sails from New York July 11th 
S.S. COLOMBIA sails from San Francisco July 11th 


Sailings about every 17 days thereafter 
All New York Sailings from Pier 33, Atlantic Terminal, Breoklyn 
PANAMA SERVICE 
Between San Francisco, Los Angeles, Mexico, Central America and Canal Zene. 
S.S. NEWPORT sails from San Francisco July 19th 
and Sailings about every 22 days thereafter 


PACIFIC MAIL S. S. COMPANY 


10 Hanover Square, New York 508 California St., San Francisco 
803 So. Spring St., Alexandria Hotel, Los Angeles 


“The Sunshine Belt to the Orient” 


TRANS-PACIFIC SERVICE 
San Franciseo to Honolulu, Yokohama, Kobe, Shanghai, 
Manila, Hongkong 


Passen and Freight Sailings by New and Luxurious U. S. 
Shipping Board Liners: 


§.8, President Lincoln (-s.cczrs:..-) sails July 22 
§.5, President Cleveland (-czrs:...) Sails Aug. 12 
§.S. President Wilson (css...) Sails Sept. 2 


and approximately every 2] days thereafter. 
Through bills of lading issued to and from points beyond porte of ceil 
Ver rates and other information apply to any railroad or tourist agency, or te 
PACIFIC MAIL STEAMSHIP CoO. 


508 California St., San Francisco 10 Hanover Square, N. Y. 
503 So. Spring St., Alexandria Hotel, Los Angeles 


Managing Agents: U. S. SHIPPING BOARD 




















Marine Despatch Line 


A-1 FAST STEEL STEAMERS 


Regular Sailings Every 14 Days 


BETWEEN 
NEW YORK LOS ANGELES 
PHILADELPHIA (San Pedro Dist.) 
BALTIMORE _ SAN FRANCISCO 
NORFOLK OAKLAND 
SAVANNAH PORTLAND 
JACKSONVILLE SEATTLE 


For Rates and Particulars Apply to 


Atlantic-Gulf & Pacific 
Steamship Corp. 


St. Paul 8476 BALTIMORE 406 Water Street 
SAN FRANCISCO, 60 California Street 


Philadelphia New York 
139 8. Third St. 42 Broadway 
Pittsburgh Cleveland 
1537 Oliver Building 248 The Arcade 
Oakland, Cal. 


Savannah, Ga. 
pate po & Trust Bldg. 
eles, Cal. Portland, Ore. 
427 an = Bidg. 601 Title & Trust Bidg. 
1408 L. C. Smith Bldg., Seattle, Wash. 
Reem 495 Ellicott Sq. Bidg., Buffalo, N. Y. 


Parr Terminal 
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REPARATION FOR EXCHANGE LOSS 


The Trafic World Washington Bureau 


A formal demand for reparation for the difference in the 
values of American and Canadian currency has been made by a 
passenger starting from a point in the United States to a desti- 
nation in Canada. It is in the shape of a complaint, No. 13920, 
John F. Koine, vs. Michigan Central. His demand is for $3.09. 
That amount he contends was taken from him unlawfully by the 
Michigan Central, August 24, 1921 when its agent in Buffalo 
declined to take from him $30.88 in Canadian funds for two 
tickets from Buffalo to Huntsville, Ont. He had to pay in 
American money for the whole trip, although only that between 
Buffalo and Bridgeport, N. Y. was in the United States. Cana- 
dian money he said was taken from Canadians buying tickets 
in Buffalo at the same time. 

The complaint is unusual in that Koine alleges, on informa- 

tion and belief, that many other cases under similar circum- 
stances have occurred in Buffalo, when the discount on Cana- 
dian exchange was high, resulting in losses to the traveling 
public of thousands of dollars. That does not add anything 
to the merits of the complaint but it is. taken to mean that 
Koine desired the Commission to know that while. he was 
fighting for the principle, not inconsiderable sums of money 
were also involved. He indicated his belief that the railroad’s 
exaction was in violation of its decision in I. and S. No. 1191 
and its appendix I. and S. No. 1191-A, 59 I. C. C. 263. In that 
case the Commission held the suspended tariffs containing rules 
requiring the prepayment of charges on freight going into 
Canada had been justified only in so far as they referred to 
the money for service performed within the United States. It 
reiterated that it had no jurisdiction over the transportation 
in Canada. 
This is the first formal complaint pertaining to passenger 
fares. The question of reparation on account of freight charges 
is in the courts of New York and Pennsylvania in suits filed 
by Arthur B. Hayes on behalf of clients in the eastern part of 
the country. He attacked the subject from a different angle. 
He claimed the American roads had collected from his clients, 
for services performed by their connections in Canada, more 
than they had paid and that, therefore, they were indebted to 
the complaining shippers for the difference between what the 
carriers had collected and what they had paid to the Canadians, 
minus, of course, the sums due the American roads for the 
services performed in the United States. 

In the Hayes suits a definite way for measuring the amount 
of money due the complaining shippers was suggested, namely, 
the difference between the amount the Americans collected 
and the amounts they paid. In the Hayes cases, the traffic 
involved moved from Canada into the United States and the 
American railroads collected the whole freight bill in American 
money. In their complaints to the courts, the Americans 
claimed the American roads settled with their Canadian con- 
nections in Canadian money and, unlawfully, pocketed the dif- 
ference. 

The Koine demand for reparation is technically based on 
an allegation of unjust discrimination. The discrimination 
alleged is that while the Michigan Central refused Canadian 
money tendered by him, it accepted such money from persons 
claiming to be citizens of Canada. No such allegation of fact 


appears in the suits filed in the courts in Pennsylvania and 
New York. 


FRUIT AND VEGETABLE SHIPMENTS 


“The big spurt in carlot shipments about the middle of June 
was followed by a sharp curtailment in the movement during 
the week ended June 24, except in the case of cantaloupes, 
peaches and summer apples,’ the Department of Agriculture 
says in its review of fruit and vegetable shipments in the cur- 
rent issue of “Weather, Crops and Markets,” It continues: 


The week’s movement of thirteen commodities made a net gain 
of less than 1,000 cars over the previous week. However, the ship- 
ments were still 4,000 cars in excess of the 1921 movement during the 
same period, 

Peaches.—Georgia peach shipments filled about 1,150 cars last 
week, an increase of 150 per cent over the previous week’s movement. 
One-third of the commercial crop in that state has already left the 
orchards. New York City received about 225 carloads of peaches dur- 
ing the week, but Chicago received only 40. This shows plainly that 
New York is the principal outlet for the Georgia product. 

Cantaloupes.—The peak of the 1922 season in the Imperial Valley 
was reached on June 27, when 629 cars of cantaloupes were forwarded. 
That day’s output exceeded 9,400,000 cantaloupes. Georgia shippers 
sent 740 carloads to market last week and the Imperial Valley 3,040 
cars. The California movement to June 24 was exactly half of last 
season’s shipments from that section. 

Apples.—Summer apple shipments filled 315 cars during the week 
ending June 24; half of the supplies came from Illinois. Delaware was 
also a heavy shipper. The season is much earlier than in 1921. The 
June 1 report of last year’s apples remaining in cold storage shows 
75,000 barrels and about 727,000 boxes, a total equivalent to 1,400 car- 
loads. This is 540 cars less of barreled apples and 130 cars less of 
boxed apples than remained in storage on June 1, 1921. 

Potatoes.—The movement of new potatoes took an unexpected 
drop. North Carolina shipments declined from 1,500 to about 500 
ears a week, and the Eastern Shore of Virginia increased its move- 
ment only 500 cars, thereby causing a net decrease from those leading 
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sections. Alabama and South Carolina also fell off heavily. Maine 
was still shipping 200 carloads of old potatoes per week, with pros- 
pects of reaching a-seasonal total of 40,000 cars and thereby smashing 
all records. Potatoes from the 1921 crop will be negligible after July 1. 

Watermelons.—The melon markets were dull and drag under 
heavy receipts. New York’s arrivals were* 414 cars during the week. 
Revised estimates of acreage indicate further increases in Georgia, 
Alabama and the Carolinas, but the melon acreage in Texas has been 
cut 33 per cent below the original forecast. Georgia is now the heavy- 
iest shipping state, having forwarded nearly 2,800 cars last week, 
Florida ranked next, with 1,100 cars. 


Other Fruits and Vegetables.—With the Mississippi season about 
closed, tomato shipments decreased 500 cars during the week. Texas 
and Tennessee stock is coming forward at a rapid rate. 


LUMBER SHIPMENTS 


The National Lumber Manufacturers Association’s weekly 
summary of the country’s lumber movement, compiled from 
telegraphic advices from all of the softwood regional lumber 
manufacturing associations, shows a slight decline in shipments 
and a somewhat larger falling off in production and orders as 
compared with the preceding week, though the smaller number 
of mills reporting somewhat negatives any inference that may 
be drawn therefrom. However, the general volume of business 
—considering orders, production and shipments—is about 50 per 
cent greater than for the corresponding’ week in 1921., | 

The number of mills reporting for the week ending June 24 
was 382 against a revised total of 403 for the preceding week. 
Production was 97 per cent of normal; shipments 107 per cent 
and orders 85 per cent of normal weekly production for the five 
larger assciations that have established a normal production 
figure. 

Stated relatively to current production, shipments for the 


past week were 107 per cent and orders 86 per cent of pro- 
duction. 


For the week, the production of the eight regional softwood 
associations was 236,118,664 feet; shipments 253,071,849 and 
orders, 203,832,322; the increase over the same period of 1921 
being respectively, 73,161,095; 100,262,036 and 59,909,054. 


For the first 25 weeks of the year ending June 24, the pro- 
duction of the same associations was 5,028,912,098; shipments, 
5,111,829,397 and accumulated orders 5,525,903,201 feet; the gains 
over 1921 being respectively, 1,323,288,203; 1,297,126,348 and 
1,611,208,021. 


CENTRAL VERMONT EQUIPMENT NOTES 


The Central Vermont has been authorized by the Commission 
to issue $754,000 of equipment notes to be used in buying re- 
constructed freight cars from the American Car & Foundry 
Company. The railroad company has 400 steel underframe box 
cars, 100 box cars of wooden construction, and 200 steel hopper 
coal cars, which are in such bad order as to require recondition- 
ing and rebuilding to fit them for service. To effect rebuilding 
of the cars, the company will sell them to the American Car & 
Foundry Company, free from all liens, at the following prices: 
The steel underframe box cars at $528.56 each; the wooden box 
cars at $321.47 each, and the steel hopper coal cars at $550 each. 
The Commission said these prices were less than the depreci- 
ated book value of the cars. When the cars shall have been 
reconstructed by the car company, the Commission said, in ac- 
cordance with the specifications and agreement with the Central 
Vermont, they will be sold and delivered by the car company 
to the American Exchange National Bank of New York City at 
a total cost of $754,000, and the equipment notes will be used 
in payment therefor, the bank acting as trustee in the transac: 
tion. The title to the cars will remain in the trustee until the 
obligations of the railroad company under the equipment trust 
agreement have been met. The last of the notes will mature 
May 1, 1930. 


HOUSTON & BRAZOS VALLEY EXTENSION 


Application has been made by the Houston & Brazos Valley 
to the Commission for authority to extend its line about 13 miles 
in Brazoria county, Texas., in order to reach a sulphur deposii 
near Hoskins Mound. The company says the sulphur deposit is 
regarded by experts as one of the largest and richest in the 
world. It further says that it is expected that many hundreds 


of thousands of tons of sulphur per annum will be produced at 
the mine. 


Cc. lI. & W. BOND ISSUE 


The Cincinnati, Indianapolis & Western has applied to the 
Commission for authority to sell $1,000,000 of first mortgage ® 
per cent 50-year gold bonds of an issue of $1,129,000 previously 
authorized by the Commission. The purpose of the sale is t0 
raise money to meet obligations now due and to become dueé, 
including the sum of $137,500 which the company has contracted 
to pay for the 25.76 miles of the Chicago & Indiana Coal Rail 
road. The company says it proposes to sell the bonds at the 
best possible price and at not less than 70 per cent of the facé 
amount plus accrued interest. 
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Complete Warehousing Service 
With All Traffic Facilities 


Ship to Us In Carload Daily Package Car System 


We Re-Ship In L. C. L. 





















In Ciinege--The Great Central Market 


Merchants’ Warehouse & Distributing Co. service assures the 


the manufacturer and shipper of prompt, efficient and economical handling 

pro- of merchandise. From our modern, fireproof building we are pre- 
4 pared to distribute goods to all parts of the U. §S. and foreign 
‘ countries, handling export as well as domestic shipments. 

vood By water or rail—all cartage charges are eliminated. Daily 

and Package Car System to all important cities by the Chicago Junction 

1921 Railroad, is at your disposal. This road connects with all railroads 





entering Chicago. Water shipments to Great Lakes ports and Sea- 
board cities, via water and rail, can be routed via the Chicago Steam- 
ship Lines. This service, with regular sailings from our dock on 
the south branch of the Chicago River, effects a large saving in 
freight costs over the all-rail route. 

We have many more interesting details about our unexcelled 
facilities. Write, wire or phone Lafayette 7500 for full information. 


Merchants’ Warehouse & Distributing Co. 


36th and Iron Streets Chicago, Illinois 


pro- | hee fo six days Sa ved in deliveries 
vades fo Southwestern territory 
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Digest of New Complaints : 


No. 13892, Sub. No. 1. 
Pacific et al. ; 
Unjust and unreasonable rates on government munition linters 

in compressed bales from Warren, Ark., to Peoria, Ill., because 
defendants collected freight. charges on rates for cotton linters, 
whereas shipments consisted of cottonseed hull fibre or shavings. 
Asks cease and desist order, just and reasonable rates and repara- 





& 
Dallas Waste Mills, Dailas, Tex.,, vs. Missouri 


tion, = 
No. 13892, Sub. No. 2. Same Ys. St. Louis Southwestern et al. 

Same complaint and prayer with reference to shipments from 
Little Rock, Ark., to Peorta. 

No. 13892, Sub. No. 3. Same vs. Missouri Pacific et al. 

Same complaint and prayer with reference to shipments 
Little Rock, Ark., to Peoria. 

No, 13892, Sub. No. 4. Same vs. Rock Island et al. 

oo Same complaint and prayer--with reference to shipments from 
,* ~ Little Rock to Elizabeth, N. J. 

'No. 13892, Sub. No. 5. Same vs. Rock Island et al. 

; Same complaint and prayer with reference to shipments from 
Little Rock to Kingston, Pa. mY : 

No. 13892, Sub, No. 6. Same vs. Gulf, Colorado & Santa Fe et al. 

Same complaint and prayer with reference to shipments from 
Pauls Valley, Okla., to Peoria, Ill. 

No, 13910. Denton Independent Elevator Co., Denton, Mont., vs. C. M. 
& St. P. et al. 

Unjust, unreasonable, discriminatory, preferential and preju- 
dicial charges for transportation of grain from various points in 
Montana to Minneapolis because of switching rates,-Asks cease 
and desist order, that the C. M, & St. P..he-requifed to operate 
main line tracks, yard tracks and sidings of the Minneapolis EHast- 
ern as a part of the terminal property and facilities of the C. M. & 
St. P. within Minneapolis, and that part of Minneapolis Eastern be 
declared to constitute a part of the C. M. & St. P. and as such not 
entitled to assess and collect the charges herein complained of on 
shipments to or from points on the Milwaukee and on which the 
Milwaukee enjoys the line haul rates, and reparation. 

No, 13911, The Amalgamated Sugar Co., Ogden City, Utah, vs. Di- 
rector General, as agent, Oregon Short Line. 

Unjust and unreasonable rates on refuse syrup from Paul to 
McMillan Spur, Idaho. Asks reparation. 

No. 13912. G. J. Helmerichs Leaf Tobacco Co., St. Louis, Mo., vs. East 
St. Louis Connecting et al. 

Unjust, unreasonable and exorbitant rates on leaf tobacco from 
Landisville and New Holland, Pa., to St. Louis, Mo., between June 
9, 1920, and April 5, 1922, Asks cease and desist order, just and 
reasonable rates and reparation. 

No. 13913. G. J. Helmerichs Leaf Tobacco Co., St. Louis, Mo., vs. East 
St. Loius Connecting et al. 

Unjust, unreasonable and exorbitant rates on leaf tobacco from 
Hartford, Conn., and New York, N. Y., to St. Louis, between June 
10, 1920, and April 14, 1922. Asks cease and desist order, just and 
reasonable rates and reparation. 

13914. Tidal-Western Oil..Corporation et al., 
Wichita Falls & Northwestern et al. 

Excessive, unjust, unreasonable and unlawful rates on refined 
petroleum oil, including naphtha. from the loading racks of the 
Constantin Refining Co., near Burkburnett, Tex., to unloading 
racks of complaints at Burkburnett. Asks cease and desist 
order, just and reasonable rates and charges, and reparation. 

No, 13915. E. L. Palmer, Carlinville, Ill., vs. Missouri Pacific et al. 

Excessive, unjust, unreasonable, discriminatory and prejudicial 
rates on mine timbers, props, caps, ties, rails and bars, from 
stations located on lines of defendants in Missouri to coal mines 
on lines of defendants in Illinois. Asks cease and desist order, 
just, reasonable and non-discriminatory rates and reparation. 

No. 13915, Sub. No. 1. Nokomis Coal Co., Chicago, vs. Missouri Pa- 
cific et al. 

Same complaint and prayer. 

No, 13916. G. J. Helmerichs Leaf Tobacco Co., St. Louis, vs. Chicago 
& Alton et al. ‘ 

Unjust and unreasonable rates on leaf tobacco from Edgerton, 
Wis., to St. Louis. Asks cease and desist order, just and reason- 
able rates and reparation. 

No. 13917. Chamber of Commerce of Jamestown, N. D., et al. vs. Big 
Forks & International Falls et al. 

Unjust, unreasonable, preferential and prejudicial class and com- 
modity rates, in violation of fourth section, to and from Valley 
City and Jamestown, N. D. Asks cease and desist order, just and 
reasonable rates and reparation. 

No, 13918. Pacific Grain Co., Portland, Ore., vs. 
agent, Northern: Pacific-et al. 

Unjust and unreasonable rate on whole corn and oats from 
various stations in North and South Dakota, Nebraska and Iowa, 
to stations on the line of the Camas Prairie in Idaho, because they 
exceeded the 6-cent maximum as provided by General Order No. 
28. Asks reparation. 

No, 13919. Flory 
England et al. 


Unjust and unreasonable rates, charges, rules and practices on 
grain, grain products and grain by-products from and to Bangor, 
Pa. Asks through routes and joint rates and reasonable regula- 
tions and practices on commodities named, milled, mjxed or malted 
into products at Bangor in transit, and destined to points in Trunk 
Line and New England territories, and reparation. 

No. 13920. John F. Koine, Buffalo, N. Y., vs. Michigan Central. 

Unjustly discriminatory passenger fares from Buffalo, N. Y., to 


from 


No. Tulsa, Okla., vs. 


Director General, as 


Milling Co., Inc., Bangor, Pa., vs. Central New 


Huntsville, Ont., by reason of the failure of the defendant to 
accept Canadian money for tickets covering journey largely in 
Canada. Asks reparation. ‘ 

No. 13921. National Retail Lumber Dealers’ Assn., Chicago, Ill, vs. 
Bb. & O. et al. 

Unreasonable, unjust, discriminatory and prejudicial charges and 
practices in connection with reconsigning charges, lumber and 
forest products. Asks just, fair and reasonable reconsigning 
charges. 

No. 13922. Utah Oil Refining Co., Salt Lake City, vs. Director Gen- 


eral, as agent. 

Unjust, unreasonable, discriminatory, prejudicial and prefer- 
ential rates in violation of the fourth section on petroleum gas oil 
from Salt Lake City to Oakley, Idaho. Asks reparation. 

No. 13923. Chevrolet Motor Co. of Texas vs. Chicago & Alton et al. 

Unjust, unreasonable and discriminatory rates on sheet metal 
automobile parts from Detroit, Mich., to Ft. Worth, Tex. Asks 


reparation, 
INO. 13924. S. H. New York, N. Y., vs. 


Kress & Co., Rock Island et al. 
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Unjust and unreasonable rates on cotton towels from Kannapolis, 
N. C., to Little Rock, Ark. Asks cease and desist order and 
reparation. 

13925. R. B. Miller, Graham, Va., vs. Norfolk & Western et al. 

Unjust and unreasonable rates on manganese ore from Suiter, 
Va., to Newport, Pa., and to Temple, Pa., and from Rocky Gap, 
Va., to Temple, Pa., and Graham, Va., to Temple, Pa. Asks 
reparation. 


13926. Standard Oil Co. (Kentucky) vs. Director General, as agent, 
Alabama, Tennessee & Northern. 

Unjust and unreasonable rates on gasoline and refined oil from 
North Baton Rouge, La., to Carrollton, Ala. Asks reparation. 
No. 13927. Lyons Lumber Co., Ltd., Lake Charles, La., vs. Director 
General, as agent, and N. O. T. & M. 

Unjust, unreasonable, prejudicial and preferential rates on logs 

from points on N. O. T. & M. to Kernan, La. Asks reparation. 

. 13928. Aluminum Co. of America, Pittsburgh, Pa., vs. Director 

General, as agent. 

Excessive, unjust and unreasonable rates on building tile from 

Macksville, Ind., to Maryville, Tenn. Asks reparation. 

No. 13929. R. L. Sabin, as receiver of the Overmire Steel Construction 
Co., Portland, Ore., vs. Spokane, Portland & Seattle et al. 

Unjust, unreasonable and illegal rates on ship plates from Johns. 
town, Pa., to Portland, Ore. Asks cease and desist order, just and 
reasonable rates and reparation. 

No. 13931. R. A. Heacock Co., Falls City, Neb., vs. C. B. & Q. et al. 

Unjust, unreasonable and discriminatory rates on corn from 
Falls City, Shubert and Preston, Neb., to New Orleans, La., for 


No. 


export. Asks cease and desist order, just and reasonable rates and 
reparation. 
No. 13932, 


International Elevator Co., Minneapolis, Minn., vs. Great 
Northern et al. 

Complains of switching charge of $2 per car on grain shipped 
from points in North Dakota and Montana to Minneapolis. Asks 
cease and desist order, that Great Northern be ordered to cease 
collection of switching charges on shipments to or from points 
on the Great Northern to points on the Minneapolis Western 
tracks, and reparation. 


- 13933. Warren Construction Co., Portland, Ore., vs. Great North- 
ern Pacific S. S. Co. et al. 

Unjust and unreasonable rates on 10 carloads of asphalt from 
San Francisco to Great Falls, Mont. Asks cease and desist order 
and reparation. 


on as Furniture Co., Nashville, Tenn., vs. N. C. & St. 
. et al. 


Unjust, unreasonable, unduly prejudicial rates in violation of 
fourth section on furniture from Nashville, Tenn., to eastern and 


southeastern destinations. Asks cease and desist order and just 
and reasonable rates. 


Tg y : People’s Compress Co. et al., Cushing, Okla., vs. M. K. & 
- GU ai. 


Unjust, unreasonable and discriminatory rates on cotton because 
no provision is made for concentration and compression at Cush- 
ing, Okla., in certain instances. Asks for cease and desist order, 
concentration and compression privileges at Cushing. 


BRIBERY AND CAR THEFT BILLS 


The Trafic World Washington Bureau 


No action has been taken by the Senate interstate com- 
merce committee on H. R. 10159, a bill to protect interstate and 


.foreign commerce against bribery and other corrupt trade prac. 


tices, or on H. R. 10768, relating to thefts from freight cars. 
Both measures were passed by the House in the week ended 
June 10. (See Traffic World, June 10, pp. 1274 and 1278.) 

The measures were discussed briefly at a recent meeting 
of the committee but there appeared to be a disposition to defer 
action. There is some question in the minds of the committee 
members as to whether or not Congress should increase the 
duties of the federal courts by enacting legislation of the 
character involved. This is particularly true with regard to the 
car theft bill which would amend the present federal statute 
so that the waybill would be prima facie evidence in establishing 
the interstate character of a shipment. The effect of the pro- 
posed amendment would be to throw many cases involving 
thefts from cars into the federal courts. The members of the 
committee, it is understood, taking into consideration the fact 
that most states have laws on the subject, hesitate to increase 
the duties of the federal courts. 

The proponents of the legislation declare that it is a prat 
tically hopeless task to try to get convictions in the federal 
courts under the existing law because of difficulties faced in 
proving the interstate character of the shipments. 

Passage of the bill relating to bribery, which is designed 10 
meet the bribing of railway employes by shippers for prefer 
ential car service as well as other forms of commercial bribery, 
is being urged by numerous trade associations. Forty-nine 
such associations have urged passage of the bill, according 1 


M. Q. Macdonald, of the Unfair Competition. Bureau of the paitl 
and varnish industries. 


CAR SURPLUS AND SHORTAGE 

A further decrease in the average daily number of surplis 
freight cars in good order was reported for the period June 
15-23, the total being 255,685 as compared with 268,863 cars l 
the preceding period, according to the report of the car service 
division of the American Railway Association, completed July 1, 
The average daily shortage was 3,411 cars as compared with 
1,696. 

The surplus was made up as follows: Box, 59,026; ver 
tilated box, 2,343; auto and furniture, 1,208; total box, 62,577; 
flat, 4,501; gondola, 72,647; hopper, 88,086; all coal 160,733; 
coke, 3,758; S. D. stock, 11,236; D. D. stock, 1,282; refrigerat0. 
8,798; tank, 507; miscellaneous, 2,293. 

The shortage was made up of 1,078 box, 132 flat, 2,160 coal, 
2S. D. stock, 22 refrigerator, and 17 miscellanneous cars, 
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Note. items In the Docket marked with an asterisk (*) are new, 
having been added since the last Issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change In 
this Docket will be noted elsewhere. 


July 10—Washington, D. C.—Examiner Steer: 5 : 
* I, and S,. 1594—Rails and cross ties from Maryland, Pennsylvania 
and West Virginia to Canada. ‘ 
~~ 10—Chicago, Ill.—Hxaminer Cheseldine: 
ourth Section Application 2660 of A. T. & S. F. Ry.—Commodities 
between St. Louis, Mo., and points taking same rates and Ft. 
Madison, Shopton, Macuta and Bricker, Ia. Numerous other appli- 
cations relating to rates on classes and commodities between 
various points. 
July 10—Trenton, N. J.—Examiner Smith: 
13724—Golding Sons’ Co. vs. N. Y. N. H. & H. R. R, et al. 
July 10—Detroit, Mich.—Examiner Hunter: : 
13685—F. M. Sibley Lumber Co. vs. Director General, Detroit Ter- 
minal R. R. et al. 
July 10—Chicago, Ill—Examiner Howell: 
1. and S. 1568—Increased rates on hosiery. 
July 10—Tacoma, Wash.—Examiner Kephart: ‘ 
13761—Traffic and Transportation Bureau of Tacoma Commercial 
Club and Chamber of Commerce vs. Nor. Pac. et al. 
July 10—Shreveport, La.—Examiner Oliver: 
13784—Crawford & Sebastian Co. vs. C. R. I. & P. et al. 
July 10—New Orleans, La.—Examiner McQuillan: ; 
l. and S. 1548—Cottonseed oil from Oklahoma producing points to 
Louisiana points. ‘ 
Portions of fourth section application 637 of F. A. Leland. 
July 10—Indianapolis, Ind.—Examiner Jewell: 
13679—Public Service Commission of Indiana vs. Ann Arbor et al. 
13671—The Public Service Commission of Indiana et al. vs. A. T. & 
& S&S. F. Ry. et al. 
July 10—Fresno, Cal._—Examiner Hosmer: : 
1. and S. 1561—Estimated weights and package specifications on 
dried fruits. 
aa! 11—Savannah, Ga.—Examiner Mackley: 
13441—The Southern Cotton Oil Co. vs. Director General. 


July 11—New Orleans, La.—Examiner McQuillan: 

| .and S, 1554—Sugar from Baton Rouge, La., to Mobile, Ala., and 
Gulfport, Miss. 

| 11—Indianapolis, Ind.—Examiner Jewell: 
13695—Wasmuth-Endicott Co. vs. Wab. Ry. Co. et al. 
13691—Louis Sagalowsky vs. Baltimore & Ohio et al. 

July 11—Chicago, Ill.—Examiner Howell: 
13403—Globe Rendering Co. vs. Director General. 

July 12—Portland, Ore.—Examiner Kephart: . 
11669—Stewart-Warner Speedometer Corp. et al. vs. Director Gen- 

eral, C. & N. W. et al. 
13628—Olney-Hart, Inc., operating the Stewart-Warner Products 
Service Station, Spokane, Wash., vs. C. M. & St. L. et al. 
13541—Carlton Consolidated Lumber Co. vs. Director-General, and 
Sou. Pac. 

July 12—Philadelphia, Pa.—Examiner Smith: ; 
11760—Frank P. Miller Paper Co, et al. vs, Pennsylvania R. R. et al. 
ba 9 nanan Slag Products Co. et al. vs. Pennsylvania R. R. 

et al. 

July 12—Argument at Washington, D. C.: ; 
6606—Southern Pacific Co.’s ownership of Atlantic S. S. Lines. 

July 12—Chicago, I1l—Examiner Howell: 
13499—Konz Box and Lumber Co. vs. Director General, M. St. P. & 

Ss. S. M., et al. 

July 12—New Orleans, La.—Examiner McQuillan: ; 

1. and S. 1557—Manure from New Orleans, La., to points in Alabama 
and Mississippi. 

July 12—Kalamazoo, Mich.—Examiner Hunter: 
13157—Western Paper Makers’ Chemical Co. vs. Director General, 

Alabama Central R. R., et al. 

‘Jul 


12—Lake Charles, La.—Examiner Oliver: 
1 a L. Abbott et al. vs. Director General, C. R. I. & P. Ry. 
) et al. 
July 12—Los Angeles, Cal.—Examiner Hosmer: 
13808—Holly Sugar Corp. vs. Director-General. 


-July 13—New Orleans, La.—Examiner McQuillan: 

1 aaa Orleans Joint Traffic Bureau vs. Arcade & Attica R. R. 
et al. 

July 13—Minneapolis, Minn.—Examiner Quirk: 

1. and S. 1558—Coal from Kentucky, Tennessee and Virginia to north- 
ern and northwestern points. Such fourth section departures as 
may exist. 

- 13—Chicago, I1l.—Examiner Howell: 
13370—The Clay Products Co. vs. Director General. 
July 13—Grand Rapids, Mich.—Examiner Hunter: 


1 a Rapids Terminal Belt Ry. Co. vs. Pere Marquette Ry. 
et al. ; 
13431—Michigan Paper Mills Traffie Assn. vs. Michigan Central R. R. 


et al. 
July 13—Argument at Washington, D. C.: 


1. and S. 1535—Lumber from California to Minnesota and Wisconsin. 


13010—New York Dock Ry. vs. B. & O. et al. 


July 13—Macon, Ga.—Examiner Shanafelt: 
13017—Ideal Supply Co. vs. Southern Ry. Co. et al. 
July 13—Portland, Ore.—Examiner Kephart: 


13596—Pacific Grain Co. vs. Director-General, 0.-W. R. R. & N. Co. 


et al. 
13597—Pacific Grain Co. Inc., vs. Director-General, Nor. Pac. 
July 13—Atlanta, Ga. 
* 13494—Southern class rate investigation. 
July Le Louis, Mo.—Examiner Jewell: 
1. an 
Louis, Mo., to southeastern Missouri points. 
— 14—New York,-N. Y.—Examiner Smith: 
13177—Winslow & Co., Inc., vs. Director General. 





Docket of the Commission 


S. 1544—Cancellation of L. C. L. commodity rates from St. 


July 14—Chicago, Ill—Examiner Howell: 
10804—-Barnett Oil and Gas Co. vs. Director General, Louisville & 
Nashville et al. 
* 10236—Diamond Alkali Co. vs. Fairport, Painesville & Eastern et al, 
July 14—Houston, Tex.—Examiner Oliver: 
13720—Standard Rice Co., Inc., vs. Galveston, Harrisburg & San 
Antonio Ry. et al. 
July 14—Macon, Ga.—Examiner Shanafelt: 
13735—Shadburn Bros. vs. Baltimore & Ohio et al. 
13794—-Macon Chamber of Commerce vs. Louisville & Nashville et al, 
July 14—Portland, Ore.—Examiner Kephart: 
13776—The Portland Flouring Mills Co. vs. G. N. et al. 
13788—The Portland Flouring Mills Co. vs. S. P. & S. et al. 
July 14—San Diego, Cal.—Examiner Hosmer: 
13701—The Spreckels “Savage” Tire Co. vs. A. T. & S. F. et al. 
July 15—Chicago, Ill.—Examiner Howell: 
1. and S, 1582—Banana carrier material from interstate points to 
southwestern points. 
oy | 15—Portland, Ore.—Examiner Kephart: 
ourth section application 12125 of S. J. Henry—Rates between 
north Pacific coast points—L. C. L. commodity rates to Grays 
Harbor and Willapa Bay points. 
July 15—Austin, Tex.—Examiner Oliver: 
13072—In the matter of a regulation prescribed by the Railroad Com. 
mission of Texas requiring carriers to slat stock cars for trans- 
portation of watermelons in Texas. 


sa | 15—St. Louis, Mo.—Examiner Jewell: . 


1 a+ © ee Equipment and Machinery Co. vs. M. & 0, 
. R. et al. 

ba ap Walter A. Zelnicker Supply Co. vs. Chesapeake & Ohio 
y. et al, 


July 15—Macon, Ga.—Examiner Shanafelt: 
13011—Macon Chamber of Commerce vs. C. N. O. & T. P. Ry. et al, 
13016—Macon Chamber of Commerce vs. A. C. L. R. R. et al. 
July 17—Chicago, Ill—Examiner Hunter: 
11757—Chicago, St. Paul, Minneapolis & Omaha Ry. Co. et al. vs, 
Great Lakes Transit Corp. 
July 17—Chicago, Ill.—Examiner Howell: 
13663—J. D,. Hollingshead Co. vs. M. K. & T. Ry. et al. 
13697—Chicago Fire Brick Co. vs. C. & E. I. R. R. et al., portions 
Fourth Section Appl. 696, Leland; 1606, Fulton. 
July 17—New York, N. Y.—Examiner Smith: 
13349—David Kaufman. & Sons Co. vs. C. R. R. of N. J. et al. 
ee Electro Chemical Co. et al. vs. Atlantic City R. R. 
et al. 
July 17—Washington, D. C.—Commissioner Aitchison: 
13896—In re rules governing ratings of coal mines other than anthra- 
cite, and the distribution of cars to such mines. 
12530—In re distribution among coal mines of privately owned cars 
and cars for railroad fuel. 
July 17—Meridian, Miss.—Examiner McQuillan: 
13391—-Meridian Fertilizer Factory vs. M. & O 
July 17—Phoenix, Ariz.—Examiner Hosmer: 


1. and S. 1555—Class arbitraries between stations on Globe division 
of Arizona Eastern R. R. 


July 17—Washington, D. C.—Examiner Jewell: 

aol and S. 1590—Iron and steel articles from Ohio and Mississippi 
River crossings to southeast. 

July 18—Waco, Tex.—Examiner Oliver: 

bs ee ee Automobile Supply Co. et al. vs. Albany. Southern 
. R. et al. 

July 18—Chicago, Ill.—Examiner Howell: 
13707—Western Silo Co. vs. Ill. Cent. R. R. et al. 

July 18—New York, N. Y.—Examiner Smith: 
13607—Central Refining Co., Inc., vs. Director General. 
13638—Bristol Brass Corp. vs. Director General, N. Y. N. H. & H. 
13638 (Sub, No. 1)—Bristol Brass Corp. vs. N. Y. N. H. & R 

Director General et al. 

July 18—Phoenix, Ariz.—Examiner Hosmer: 

13180—E. A. Tovera & Co. et al. vs. Director General. 

Fy! 18—Portland, Ore.—Public Service Commission of Oregon: 

* Finance Docket 2339—In the matter of the application of the Oregon 
Trunk Ry. for a certificate of public convenience and necessity 
authorizing it to abandon a line of railroad. 

July 19—Chicago, Ill.—Examiner Howell: 

13673—Binney & Smith Co. vs. Ft. Smith & Western et al. 
July 19—Waco, Tex.—Examiner Oliver: 
1. and S. 1569—Increase in rates on cane seed. 

July 19—Augusta, Ga.—Examiner Shanafelt: 
13714—Merry Bros. vs. Alcolu R. R. Co. et al. 
uly 19—New York, N. Y.—Examiner Smith: 
13642—International Pulp Co. vs. Director General. 

July 19—Tuscaloosa, Ala.—Examiner McQuillan: 

13213—Tuscaloosa Cotton Seed Oil Co. vs. Southern Ry. et al. 

13213 (Sub. No. 1)—Gulfport Grocery Co. vs. L. & N. R. R. 
July 19—San Francisco, Cal—Examiner Kephart: 

Il. and S. 1566—Proportional basing fares to Ogden, Utah. 


, me B.. Ob al. 


TELEPHONE REVENUES AND EXPENSES 


Compilations made by the Bureau of Statistics of the Com 
mission from 71 reports of telephone companies having annual 
operating revenues in excess of $250,000 for April and the four 
months ended with April, in 1921 and 1922, show an operatiné 
income of $10,454,418 in April, as compared with $10,055,856 2 
April, 1921, and $40,435,543 in the four months as compared with 
$35,021,466 in the same period of 1921. 5; 

Operating revenues totaled $47,842,643 in April, as against 
$45,246,837 in April, 1921, and $188,470,166 in the four months, 
as against $174,471,826 in the same period of 1921. Operatiné 
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EVERY SI 


From Start to Finish 


In Both Freight Rate and 
Classification Change 


Is Now Promptly Told of 
in 


The Traffic Bulletin 


The Information Regularly Carried in This 
Publication Includes the Following: 
1—Released Rate Orders 
2—Fourth Section Orders 
3—Sixth Section Orders 
4—Investigation and Suspension Orders 
5—Suspension Orders Vacated 
6—New Tariffs and Supplements Filed with the I. C. C. 
7—Tariffs Rejected by the I. C.C. 
8—Express Tariffs Filed with the I. C.C. 
9—Shipping Board Tariffs 
10—Adoption Notices 
11—Central Freight Association Docket | 
12—Central Freight Association Hearings 
13—C. F. A., Coal, Coke and Iron Ore Docket 
14—Illinois Freight Association Docket 
15—National Perishable Freight Committee Docket 
16—New England Freight Association Docket 
17—New England Freight Association Hearings 
18—Southern Rate Committee Docket 
19—Southern Rate Committee Dispositions 
20—Southwestern Freight Bureau Docket 
21—Southwestern Freight Bureau Hearings 
22—Texas Tariff Bureau Docket 
23—Texas Tariff Bureau Hearings 
24—Trunk Line Association Docket 
25—Trunk Line Association Hearings 
26—Trunk Line Coal and Coke Docket 
27—Trunk Line Coal and Coke Hearings 
28—Western Trunk Line Docket 
29—Western Trunk Line Hearings 
30—Western Trunk Line Dispositions 
31—Transcontinental Freight Bureau Docket 
32—Transcontinental Freight Bureau Dispositions 
33—Southern Ports Foreign Freight Docket 
34—Consolidated Classification Docket 
35—Embargo Notices, Modifications and Cancellations 
36—Steamship Sailings 
37—Express Classification Docket 
38—Address of Roads Filing First Tariff with I. C. C. 
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Back up your conclusions 
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expenses totaled $33,583,159 in April, as against $31,941,018 in 
April, 1921, and $132,776,635 in the four months, as against $127,- 
233,395 in the same period of 1921. 

The ratio of expenses to revenues was 70.2 per cent in April, 
as compared with 70.59 in April, 1921, and 70.45 in the four 
months, as compared with 72.92 in the same period of 1921. 


PUBLICATION OF FINANCE DECISIONS 


Secretary McGinty, of the Commission, has issued the fol- 
lowing statement with regard to publication of finance decisions: 


The Interstate Commerce Commission has in the past issued in 
mimeograph form a limited number of copies of its decisions in so- 
called “Finance Cases’’—applications under paragraphs 18 to 20 of 
section 1, section 20a, etc., of the interstate commerce act, and sec- 
tions 204 and 209 of the transportation act, 1920. This method of dis- 
tributing copies of opinions in ‘Finance Cases’’ has not proven satis- 
factory in meeting the demands of the public; therefore, in order that 
copies of these decisions may be made available to all parties inter- 
ested, the Commission has deemed it advisable to have future deci- 
sions of this character printed in pamphlet form as issued, and made 
available at the office of the Superintendent of Documents, Govern- 
ment Printing Office, on a subscription basis at the same cost as other 
pamphlet copies of decisions of the Interstate Commerce Commission. 


* These decisions will also be issued in bound volume at the 
usual price. 


Volume 65 of the Interstate Commerce Commission reports which 
has recently been issued, is the first volume of finance decisions, and 
volumes 67, 70 and 71 have also been allotted for his purpose. 

The plan of issuing printed copies of opinions in ‘‘Finance Cases”’ 
in pamphlet form will begin with volume 72. Applications for pamphlet 
copies of these decisions together with remittances, should be made 
directly to the Superintendent of Documents, Government Printing 
Office, Washington, D. C. 


PETROLEUM CONFERENCE CANCELED 
The conference between the representatives of C. F. A. 
roads and shippers in C. F. A. territory, Trans-Ohio, and Trans- 
Mississippi River territory, interested in rates on petroleum and 
its products from the South and Southwest to Official Classifi- 


eation territory, called for July 7, in the rooms of the Central 
Freight Association, was canceled. 


ERIE EQUIPMENT TRUST 


The Commission has authorized the Erie Railroad Company 
to. assume obligation and liability, as guarantor and otherwise, 
in respect of $4,500,000 of equipment trust certificates to be 
issued by the Commercial Trust Company of Philadelphia, Pa., 
under an equipment trust agreement dated July 1, 1922. The 
certificates will be sold at not less than 96.94 per cent of par 
in connection with the acquisition of 5,000 box cars. Drexel & 
Company of Philadelphia will buy the certificates. 


L. E. & P. BONDS. 


The Lake Erie & Pittsburgh Railway Company has applied 
to the Commission for authority to issue $142,000 of first mort- 
gage bonds, bearing 5 per cent interest, in respect of capital 
expenditures. Half of the bonds are to be taken by the New 
York Central and half by the Pennsylvania Company, at par, in 
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payment of the applicant’s indebtedness for like amounts of 
advances made by the companies. 


ORDER AND LOCATION OF CARS 


Out of 2,275,596 cars on line June 15, the total number in 
bad order was 332,681, of which 64,376 were in need of light 
repairs and 268,305 in need of heavy repairs. The percentage 
of bad order cars was 14.6 as against 15 per cent on June 1. 
Box cars in bad order totaled 158,592, or 15.3 per cent, as against 
15.7 per cent on June 1; refrigerators in bad order totaled 8,729, 
or 15.2 per cent, as against 14.9 per cent on June 1; gondolas 
in bad order totaled 139,273, or 14.5 per cent, as against 14.8 
per cent on June 1; stock cars in bad order totaled 10,803, or 
13.2 per cent, as against 13.2 per cent on June 1; and flat cars 
in bad order totaled 12,005, or 12.3 per cent, as against 13.1 per 
cent on June 1. 

The per cent of home cars on home roads (class.1I) on June 
15 was 69.1. By classes of equipment the percentages were 
as follows: Box, 57.8; refrigerator, 71.4; gondola, 77.6; stock, 
83.8; flat, 78.1. 


NEW YORK CENTRAL BONDS 


The Commission has authorized the New York Central to 
issue $25,000,000 of 5 per cent refunding and improvement mort- 
gage bonds and to sell them at not less than 90 per cent of par. 
The proceeds from the sale will be applied in the refunding 
of an equal amount of 10-year 7 per cent bonds which the con- 
pany issued in 1920. The new bonds will mature October 1, 
2013. The company said it was in negotiation with J. P. Mor- 
gan & Co. for the sale of the bonds. 





SABINE & NECHES VALLEY STOCK AND NOTES 


The Sabine & Neches Valley Railway Company of Texas 
has applied to the Commission for authority to issue $24,000 
of 6 per cent promissory notes and to issue $100,000 of common 
stock, $82,000 of which will be delivered to the Peavy-Moore 
Company in part payment for the property. 


STEAM RAILWAY ACCIDENTS 


Statistics compiled by the Commission from monthly reports 
of railway accidents for the three months ending March 31, 1922, 
show a reduction of 1.4 per cent in the number of fatalities and 
5.8 per cent in the number of persons, injured as a result of 
train and train service accidents as compared with the same 
period of the year 1921. In non-train accidents there was also 
a reduction of 12.6 per cent in fatalities and 5.6 per cent in in- 
juries during the first quarter of 1922 compared with the same 
period of last year. An increase, however, is noted in highway 
grade crossing casualties over the same period of 1.6 per cent 
in fatalities and 1 per cent in injuries. 

Total trespassers and non-trespassers killed numbered 1,154 
in the quarter as against 1,170 in the 1921 quarter and the num: 
ber injured was 9,870 as against 10,475 in the 1921 quarter. 


INTERSTATE COMMERCE COMMISSION 


Southeastern Class Rate Investigation 


Investigation instituted by the Commission of class rates applicable in interstate commerce within southern territory; between that territory 
and Ohio ‘River crossings and points in Illinois, Buffalo-Pittsburgh and central territories and between that territory and Virginia cities, and 


points in Trunk Line and New England territories. 


The Commission in fixing interstate rates will consult with the state commissions with a 


view to bringing about greater harmony between intrastate and interstate rates. Numerous fourth section departures are also involved. 


First hearing Atlanta, May 22nd to June 20th; to be resumed July 12th; subsequent hearings are to be held at Asheville, New Orleans, Chi- 
cago and New York. For copies of Official Stenographer’s Minutes address the undersigned. 


THE STATE LAW REPORTING COMPANY, Publishers of Law Reports, 235 Broadway, New York City 
OFFICIAL REPORTERS: Interstate Commerce Commission. United States Shipping Board. 





Subscriptions now being accepted for the printed official reports of the 1921 and 1922 Convention Proceedings of the National Association of 


Railway and Utilities Commissioners at $4.00 per copy. 





GEORGE N. BROWN GEORGE L. BOYLE 


BROWN & BOYLE 
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DIRECTORY OF ATTORNEYS 


LESSER & LESSER 
Attorrfeys and Counsellors at Law |4ttorneys and Counsellors at Law 
277 Broadway, New York City, N. Y. 


TRAFFIC CLAIMS and 
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PRACTICING BEFORE THE 
INTERSTATE COMMERCE COMMISSION 










KARL KNOX GARTNER 


COMMERCE COUNSEL 
101-706 WOODWARD BLDG., WASHINGTON, D. 0. 
Se cies Sa cre es 





EDWARD A. HAID 


ATTORNEY AT LAW 
1411-16 Liberty Central Trust Bullding, 
St. Louls, Mo. 


Special atteation to matters before Interstate 
Commerce and State Commissions and railroad 
and rate litigation and claims. 
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WINDWARD ISLANDS SERVICE 
Regular Service, United States Shipping Board A-1 Steamers 


Mobile to Jamaica, Haiti, Santo Domingo, Porto Rico, Guadeloupe, 
Martinique, Barbados, Trinidad, Curacao; also North Coast 
South America, including Colombia; also Mexican ports . 


EUROPEAN SERVICE 


United States Shipping Board A-1 Steamers 


Mobile, Pensacola and Gulfport to Rotterdam, Amsterdam, Antwerp, Ghent, Havre, 
Bordeaux and other French Atlantic ports. 





ST. LOUIS OFFICE: 1217 Pierce Building BIRMINGHAM OFEICE: 424-425 Chamber of Commerce Building 
IRVING H. HELLER, Manager - C. McLAUGHLIN, Manager 


KANSAS CITY OPPTS: 1039 New York ‘Life Building 
FORD, Manager 
NEW YORK nurientenionitiens W. E. HEDGER-JENKS CO., Inc. 
25 Beaver Street 


CHICAGO REPRESENTATIVE: M. EDW. KIENAPPEL 
112 West Adams Street 
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The San Antonio and Aransas. Pass Railway Co. 





J. S. Peter, 
Few-Pees: & Gen. Mgr., Vdddddddgu gy 


San Antonio, Tex. Y 
J. C. Mangham, J 
Gen. Frt. Agt., Y j Uj ° Muskogee 
San Antonio, Tex. . b Ok lahomaCity 
Amarill go Vs 
J. B. Brooks, 
A. G. F. A,, Y Y 8 k 
San Antonio, Tex. SMicAlester 
Little Rock, 
H. C. Franks, Uy } 











Gen. Agt. Frt. Dept., 
San Antonio, Tex. 


W. A. Springall, 
Com. Agt., 
San Antonio, Tex. 


A. R. Canfield, 
Com. Agt., 
Houston, Tex. 
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Making close connection with the Freight Service on all principal lines with which we connect; 
our service is unexcelled with through fast freight trains for carload and package freight making the 
time between terminals shown below, also to Mexico via Laredo. 











FROM La 


List of Direct Connecting Rail Lines: 


































Waco Houston San Antonio | Corpus Christi Alice Laredo via Alice f : 
SS jalan 3314 hrs 24 hrs. 26 hrs 24 hrs. 35% hrs Aransas Harbor Terminal Railway 
Camere stig ks 0% = «e = 23 = os soa Fredericksburg & Northern Ry. 
ouston..... td Oe ce - ne = = Gulf Coast Lines 
San Antonio 23 fe 11 9 20% Gulf Colorado & Santa Fe Ry. 
Below is approximate service in days from following cities and River Crossings: International & Great Northern Ry. 
: To Missouri, Kansas & Texas Ry. 
—— Waco Houston San Antenio | Corpus Christi Alice Laredo via Alice aetna indies Gulf R. R. 
ye Bad bdcedeen : days a4 days 6, days 6) days ; days San Antonio Southern Ry. 
Memphis. eres 4 <6 33 a6 344“ 3g « 4 <6 St. Louis Southwestern Ry. (Cotton Belt) 
New Orleans 3 days 3% * ae. ee. 3% Sugar Land Ry. 








Trinity & Brazos Valley Ry. 


Proportionate service to above is rendered to all intermediate points. Texas Mexican Ry 











108 THE TRAFFIC WORLD Vol. XXX, No. 3 


ER Se Es OR oe Oe ee 


=) OFFLINE AGENCIES 


OR CTE =a''7 0 ee 















ag 





OC) 
jand had . o.¢ 2, 7 
Kansas Ci sis® cincinnati ® 
ee . . 
aie it 


@ memphis 


ta 
“th penison @rln" 
O 


O man _mingna™ 
Sls snr” a 
a@) L 





















Where to reach them 


SOUTHERN PACIFIC’S NEW ELEPHANT HERD 
52 of One Variety 











20 of These Giant Oil Burners Formed the 


SOUTHERN PACIFIC PROSPERITY SPECIAL 


Crossing the Continent From Philadelphia to the Pacific by Daylight. 


THOUSANDS VIEWED THE UNPRECEDENTED SPECTACLE 














